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CLVIL AVIATION PROBLEMS DISCUSSED AT CONFERENCE 
Moscow VOZDUSHNYY TRANSPORT in Russian 25 Oct 80 pp 1-2 


Unattributed article: "From Broad Party Positions: Report-Election Party Conference 
of the Ministry of Civil Aviation") 


[Excerpts}) The 3d report-election conference of the party organi- 
zation of the Ministry of Civil Aviation took place on 22 October. 


A new surge of political and labor activeness was generated in the 
aviation workers by decisions of the October 1980 CPSU Central 
Committee Plenum and the speech at the plenum by CPSU Central 
Committee Seneral Secretary, Chairman of the Presidium of the USSR 
Supreme Soviet, Comrade L. 1. Brezhnev. 


Conference delegates listened with great attention to the speech by 
Minister of Civil Aviation and CPSU Central Committee member 8B. P. 


Bugayev. 


Participating in the conference were V. V. Kuz'kin, chief of a sec- 
tor of the CPSU Central Committee; V. S. Dobychin, chief of the 
department of transportation and communications of the Moscow City 
Comaittee of the CPSU; and N. P. Yakovlev, secretary of Frunzenskiy 
Raykom of the CPSU. 


A. I. Diyazhev, secretary of the party committee of MGA [Ministry 
of Civil Aviation), gave a report at the conference. 


The state of affaire in the economy is customarily considered one of the chief cri- 
teria in assessing party work. But here, despite certain achievements, there unfor- 
tunately also are shortcomings. In particular, noted the briefer, the production 
plan for air transportation for nine months of 1980 in the basic indicator of passen- 
get turnover was not fulfilled. During the four years of the five-year plan the 
operating enterprises did not ensure fulfillment of quotas for an increase in labor 
productivity. Scheduled quotas in capital construction are not being fulfilled. 
Regulerity of flights is below the planned level. 


The party committee comeiders that ineufficient supervision over progress in ful- 
filling the plan on the part of party member-managers and party organizations of 
corresponding administrations is one of the primary reasons for the existing situa- 
tion in the sector. 

















Enouring flight safety ie a very important component of the work of civil aviation, 
The broad range of issues connected with this, one of the basic indicators of the 
sector's work, ie examined syetematically and thoroughly, with inherent communiet 
welf-criticiom, at sessions of the ministry's collegium and party committee, 


in the past two years the party committee has heard accounts from a number of 
chiefe of adminiatrations and departments of the MGA and from secretaries of party 
organizations. The role of the Flight Service Administration and the ministry's 
Inspectorate is not being fully manifested in the matter of strengthening flight 
discipline in aviation enterprises. The effectiveness of preventive measures 
still is low. 


lt wae noted in the report that the Flight Service Administration still is weak 

in exercising supervision and gives insulficient help in outlying areas in organ- 
izing |.ight and flight methods work. The positive experience present in the sector 
essentially is not being generalized or adopted in practice. 


ln 1980 the passenger turnover will double in comparison with 1970, 
passenger departures will increase 44 percent, and cargoes and mail 
will increase 60 percent. Aeroflot has advanced to the level of 
atably paying its way. 


(From report of MGA party committee. ) 


in cvaluating the work of the collective of the Air Traffic Administration, 
problems were mentioned which disturbed the party committee and all MGA party 
members. Concern ite caused by the condition of political indoctrination work, 

the level of labor discipline and high turnover of personnel in traffic service 
collectives. And there is practically no competition to enter civil aviation edu- 
cational institutions in the UVD [air traffic control] profile. The report noted 
that party members not only of the UDS [Air Traffic Administration], but also of 
the UPVR [Administration for Political Indoctrination Work], the UUZ [Administra- 
tion of Educational Institutions) and the Personnel Administration gust have their 
oay here. 


Pacty members in the apparatus of Gosavianadzor [exact expansion unknown) and 
Gosaviaregistr [exact expansion unknown) are making a certain contribution to 
ensuring high quality of tlights. Several days ago during its session, the party 
committee heard a report by the secretary of this party organization, I. Faleyev. 
The talk was of indoctrinating cadres and improving their work of preventing flying 
incidents in civil aviation. 


The MGA collegium and party committee also discussed the work of the GUERAT [exact 
expansion unknown] collective. Decrees of the collegium and resolutions of the 
@inistry's party committee became important stages in the practical work of the 
GUBRAT collective and its party organization in the struggle for ensuring flight 
safety. 


The unfavorable situation witn capital construction in the sector was subjected 
to acute, tundamental criticiem in the report. 











It wae noted in the report that tasks facing civil aviation can be accomplished 
successfully only on the basie of accelerated development of science and tech- 
nology. The collectives and party organizations of NTU [Scientific-Technical 
Adminietration), UREO [Administration of Radio-Electronic Equipment] and TsaVERTOS 
(Central Administration for Operation of Radio-Technical Equipment and Communica- 
tions) are doing much to ensure that the sector advances to forward technical 
levels and to ensure that new aviation and ground equipment entering operation 
corresponds to the best world achievements. 


At the same time, the work of party members of these subunits still is not fully 
concentrated on the resolution of a number of the most important, key problems 
and, above all, those involving an acceleration of the growth in labor productiv- 
ity and an assurance of regularity and high quality of flights. 


A major section of the MGA Party Committee report was devoted to an analysis of 
work with personnel and the statue of ideological indoctrination work in the 
ministry's apparatus. 


in the years of the 10th Five-Year Plan more than 500 million 
passengers and some 14 million tons of urgent national economic 
cargoes aud mail will be transported on the air routes of Aeroflot 
and more than 450 million hectares of lends will be treated from 
the air by the aviation-chemical method. 


(From the MGA Party Committee report.) 


Yu. Darymov, chief of the Administration of Educational Institutions, emphasized 
in hie speech that the need for increasing party exactingness on personnel was 
noted at the October 1980 CPSU Central Committee Plenum. Party members in the 
administration have performed much work of training diplomaed specialists. But 
each year up to 2,000 persons are dismissed from Aeroflot's educational institu- 
tions and plans for acceptance into the sector's educational institutions in 
Siberia, the Par East and the Transcaucasus are not being fulfilled from year to 
year. This imposes a great responsibility on party members of the UUZ to improve 
further the professional training and indoctrination of Aeroflot's young replace- 
ments. 


6906 
cso: 1829 














MOTOR VEHICLE 


PRUSIDIUM OF RSFSR SUPREME SOVIET PROMULGATLS UKASE OW ROAD CONSTRUCTION 


Moscow VSDOMOSTI VERKHOVNOGO SOVIETA RSFSR in Russian No 30, 24 Jul 80 
pp 636-638 


{Ul.ase No 893 of the Presidium of the RSFSR Supreme soviet on Introducing 
Amendments and Additions to the Ukase of the Presidium of the RSFSR Supreme 
Joviet “On the Participation of Kolkhozes, Sovkhozes, Industrial, Trans- 
port, Conetruction and Other Enterprises in Road Construction and Mainten- 
ance 


[vext/ he Presidium of the RSFSR Supreme Soviet hereby resolves: 


; introduce into the Ukase of the RSFLR supreme voviet, dated 7 April 
lb)’, “On the Participation of Kolkhozes, Sovkhoges, industrial, Transport, 
‘onetruction and Other Enterprises and Economic Organizations in Road Con- 
struction and Maintenance” (VEDOMOSTI VERKHOVNOGO SOVETA RSFSR, 1959, No 14, 
Art 241; 1961, No i, Art 2; 1972, No 30, Art 751) amendments and additions 
proceeding from the USSR Constitution, the RSFSR Constitution, and the Ukase 
of the Presidium of the USSR Supreme Soviet, dated 14 April 1980, “On Intro- 
ducing Amendmeits and Additions to the Ukase of the USSR Supreme Soviet "On 
the Participation of Kolkhozes, Sovkhozes, Industrial, Transport, Construc- 
tion and Other Enterprises and Economic Organizations in Road Construction 
and Maintenance,” having approved its new redaction. 


2. Te direct the RSFOR Council of Ministers to introduce into the decisions 
of the Government of the RSFSR the amendments and additions proceeding from 
the present Ukase. 
3. That the present Ukase shall take effect on 1 January 191. 

Chairman of the Presidium of the RSFSR Supreme Soviet M. Yasnov 


Secretary of the Presidium of the RSFSR Supreme Soviet Kh. Neshkov 


Yescow, 18 July 1980 











Ukase of the Presidium of the RSFSR Supreme Soviet “On the Participation 
of Kolkhoges, Sovkhozes, Industrial, Transport, Construction and Other n- 
terprises and Economic Organizations in Road Construction and Maintenance” 


In accordance with the Ukase of the Presidium of the USSR Supreme Soviet, 
dated 26 November 1958 "On the Participation of Kolkhozes, Sovkhozes, In- 
ductrial, Traneport, Construction and Other Enterprises and Economic Organi- 
gations in Road Construction and Maintenance,” the Presidium of the ROF-" 
Supreme Soviet hereby resolves: 


1, That into participating in the construction, modernization, repair and 
maintenance of local roads (including oblast roads) there shall be drawn all 
<olkhozes, sovkhoses, industrial, transport, construction and other enter- 
prises and economic organizations, regardless of their subordination, whether 
they be located in rural areas of in cities. 


2. Participation in read operations shall be expressed in the execution by 
the kolkhoges, sovkhoges, enterprises, and economic organizations of the 
amount of work established for them at their own expense, either by the cost- 
accounting or the contractual method. 


The ispolkoms (executive committees) of the rayon, oblast, and kray Councils 
of People's Deputies and the Councils of Ministers of the autonomous repub- 
lics shall be accorded the right in exceptional cases to permit individual 
kolkhozes, sovkhoses, enterprises and economic organizations, upon their pe- 
titions, to participate in road operations by means of monetary contribu- 
tions in the amount of the estimated cost of the operations which are sche- 
duled to be completed. Moreover, if the industrial, transport, construction 
and other stat« enterprises and economic organizations (except for sovkhozes 
and other stat: .gricultural enterprises and organizations, procurement, 
trade, and supply and marketing organizations) shall participate in road 
operations by means of monetary contributions, the outlays for these pur- 
poses should not exceed 0.3 percent of the volume of production output, 

work performed, or the services of these enterprises and organizations. 


3. The volume of work for each kolkhoz, sovkhoz, enterprise and economic or- 
ganization drawn into participation in the construction, modernization, re- 
pair and maintenance of local roads (including oblast roads) shall be deter- 
mined in the following manner per year: 


a) for kolkhoses--by the work performed (output) from four to six daily 
norms for each able-bodied member of the kolkhog and from two to four dally 
norms for each truck, tractor, excavator, hoisting machine, piece of earth- 
moving and road equipment, and for each unit of animal traction power be- 
longing to the kolkhog; 


b) for sovkhozes--by the work performed (output) from three to four daily 
norms for every truck, tractor, excavator, hoisting machine, piece of earti- 
moving and road equipment belonging to them; 











ec) for state agricultural enterprises and organizations (except for sov- 
khozes) by the work performed (output) from three to four dally norms for 
each truck, tractor, excavator, hoisting machine, earthmoving and road ejulp- 
ment, but not less than 0,3 percent of the annual volume of production out- 
put, work performed, or the services of these enterprises and organizations; 


ad) for commercial timber farms, industrial, transport, construction and 
other enterprises and economic organizations--by the work performed (output) 
from six daily norme for each truck, tractor, excavator, hoisting machine, 
plece of carthmoving equipment, but not less than 0.3 percent of the annual 
volume of production output, work performed, or the services of these enter- 
prises and organizations; 


e) for enterprises and economic organizations which do not possess trucks, 
tractors, excavators, hoisting machines, earthmoving and road equipment--by 
an amount equivalent to 0.3 percent of the production output, work performed, 
r the services of these enterprises and organizations; 


f, for procurement, trade and suppiy and marketing organizations--in an 
wnount eyuivalert to 0.02 percent of the annual turnover (not including the 
turnover for public dining). 


4, The construction, modernization, repair and maintenance of internal roads 
of «olkhosee, covkhozes, commercial timber farms and other agricultural and 
lumbering enterprises and organizations stall be the responsibility of these 
yolkhoves, sovkhozes, enterprises and organizations. 


truclion, modernization, repair and maintenance of roads which are 
the etde roads to industrial, transport, construction and other enterprises 
and economic organigations shall be the responsibility of these enterprises 
and organizations. 


', The one-year plans for the construction, nodernization, repair and main- 
tenance of leeal roads (including oblast roads) with the participation of 
kolkhoues, sovkhozes, ent: rprises, and economic organizations shall be drawn 


up for each rayon by the ispolkoms (executive committees) of the rayon-level 
founctis of People's Veputies and shall be approved by the ASR Councils of 
‘intoters, as vell as by the ispolkoms of the kray and oblast Councils of 
People’s Deputies. 


n the basis of these approved plans, each kolkhoz, sovkhoz, enterprise and 
economic organization shall be presented with a one-year plan, providing for 
the places, volumes and time periods for the work to be completed. 


Kolkhoges, sovkhozes, enterprises and economic organizations shall include 
these tasks in their own one-year procuction and finance plans. 


(. Por refusing to participate ir road operations the ispolkom (execu‘ive 
committee) of a rayon, oblast, or «ray Council of People's Veputies, or the 
Jouneil of Ministers of an autonomous republic shall impose a fine on the 
kolknoges, sovkhozes, enterprises and economic organizations in an amount 








of up to 50 percent of the estimated cost of the operations left incom- 
plete and on their directors in an amount of up to 4O rubles. 


The payment of a fine shall not free such a person or organization from 
the obligation to complete an established task with regard to participa- 
tion in road operations. 


7. The monetucy Sums contributed by the kolkhoges, sovkhoges, enterprises 
and business organizations within the procedure of participating in road 
operations (Article 2), as well as the sums assessed as fines for refusal 
to participate in road operations (Article 6) shall be put in:o special ac- 
counts of the local road organs and expended on the construction, moderni- 
zation, repeuir and maintenance of local roads (including oblast roads). 


The redistribution of these sums among the autonomous republics, krays and 
oblasts for the purpose of guaranteeing the financing of operations with re- 
gard to the construction, nodernigation, repair and maintenance of local 
roads (including oblast roads), as provided for by the RSFSR State Plan 
(Cosplan) for Economic and Social Vevelopment, shall be carried out in ac- 
cordance with the procedure established by the RSFSR Council of Ministers. 


‘f the above mentioned monetary sums, with the permission of the \5? Coun- 
clls of Ministers and the ispolkoms (executive committees) of the kray and 
oblast Souncils of Teople’s eputies, no more than 20 percent can be spent 
to acquire means of transport and road-building equipment, as well as on 
the development of a production center for the road organizations and on 
the payment of planning and surveying operations. [rom these same sums 
working capital shall be allotted, within the limits of the established 
norms, to the repair and repair-construction organizations of the systen 
of the NSPSR Ministry of Roads which carry out work in the construction, 
modernization, repair and maintenance of local roads (including oblast 
roads). 


22 
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MOTOR VEHICLE 


PLANNING [N MOTOR VEHICLE TRANSPORT 
Moscow KHOZYAYSTVO I PRAVO in Russian No 9, Sep 80 pp 26-29 
[Article by Ya. Roytaan, sector chief, Scientific Research Institute cf Construction 


Organization and Cortrol, candidate of technical sciences: "The Level of Transport 
Servicing") 





[Text] A considerable role today in improved construction effectiveness has been 
assigned to trucking, which is tasked with a share of up to 90 percent of the 

total transfer volume. Delivery of structurals, components, and materials from 
where they are produced to construction sites and even to the work places themselves 
will become a part of the overall construction technology. 


Therefore, rhythmicity, quality of the builders’ work, and labor productivity 
greatly depend upon the level of transport servicing. In turn, optimal use of 
transport ‘s greatly determined by the system which controls it at the construction 
site, by cost accounting interrelationships among construction organizations and 
trucking enterprises (ATP), by the system of work appraisal indicators, and by 

the way their economic incentive funds are generated. And, the making of decisions 
optimal from the point of view of the system of construction production overall 

in various situations depends upon the extent this system of appraisal indicators 
brings ATP cost accounting interests in line with the interests of the organizations 
they are servicing. 


If timely and complete satisfaction of the needs of construction production for 
delivery of components and materials, given most effective use of labor and financial 
resources, is the basic task of trucking enterprises, then the final results of 

ATP operations must be evaluated primarily by the degree of satisfaction of such 
needs. 


At present the work of trucking enterprisee in construction is evaluated by the 
received profit and by the level of profitability. The collective's economic 
incentive fund also is generated depending on these factors. The basic planaing 
indicators here are the volume of transported freight, distance, and tasking to 
deliver the treight to so-called mandatory clients. The main task for ATP is 
complience with these three conditions. Plan fulfillment, and thus the bonuses 
for workers, depends upon them. 


However, fulfillment of tasking to ship freight for the mandatory clientele from 
the aspect of month, quarter, and year certainly does not mean that the delivery 
of components and materials was accomplished in full complement and on time in 




















accordance with the achedule and production technology. Meanwhile, the latter 
circumatance hae especially important significance for construction. 


Therefore, the growth of profit and the level of profitability only then can serve 
ae objective criteria of ATP operations when they facilitate the work of buildera 
and they reduce transportation costa to che latter, However, this ia not happening 
at the present time. The growth of ATP profit te not linked with an improvement 

in traneport servicing of conatruction organizations, Actually, ae strange an 

it may seem, ATP receive a profit from irratior 1 shipmente and, let's face it, 
sometimes from overstating freight volumes and rune in freight and vehicle documents. 
irregularity of shipment tariffa impele truckers to move not freight actually 
needed by builders, but freight more advantageous for themselves and for their 
organization. They need ton-kilometers at all costes. And, they usually view 
their partner-builder through the priem of these indicators. 


The level of tranaport servicing, in our view, aleo must become a basic apprainal 
indicator of ATP operations in construction. This integrated indicator must include: 
fulfillment of the plan aesignment for moving freight for the so-called mandatory 
clientele, timeliness of providing service to organizations based upon their orders, 
including daily ordera--for shipment of freight according to an hourly schedule, 
fulfillment of the construction and tnatallation operations pian by sites and 

by stages. 


Based upon the goals and tauking of ATP functioning in construction and of require- 
mente levied for their work, in our view it is advisible to approve the following 
indicators: volume of shipments, by mandatory clientele, in tons; level 

of transport servicing of construction; volume of work computed tn rubles of 
income ; labor productivity growth; salary oorm per ruble of income; adjusted 
production cost of transport operations in kopecks per ruble of income; profit 
computed in rubles. 


Remaining indicatora can be worked out by trucking enterprises themselves and 
employed in the capa:ity of accounting indicators during the planning process. 


The level of construction's tranaport servicing and the adjusted production cost 
are appraisal indicators and, consequently, are fund-generating indicators. ATP 
profit serves as 4 source for the generation of economic incentive funds. 


The approaches enumerated sbove manifested themselves in the methodo!ogical directives 
on use of the new system of appraisal indicators for ATP construction operations 

and generation of economic incentive funda developed by the NITOUS | Scientific 
Research Institute for Orean!zatton and Control of Construction] at the MISI [Moscow 
Conatruction Engineering Inetitute igeni V. V. Kuvbyshev] and approved by the 

USSR Gosplan Interdepartmental Commission 


In accordance with 4 10 lune 1976 USSR Gosplan Interdepartmental Commission decision, 
experimental implementation of the new system of appraisal indicators for ATP 
operations proposed by the Moscow Construction Engineering Inetitute imeni V. 

Vv. Kuybyshev was carried out by our inetitute at Motor Vehicle Base No. 4 in the 
Dzerzhinskiy Construction and Installation Trust, Glavvolgavyatskstroy [Main 
Administration for Volga-Vyatka Construction], USSR Ministry of Construction. 








in the main, the reaulte of the experiment were positive. There was definite 
interest on the part of the motor vehicle base's collective to move freight in 
full complements to sites in strict accord with the acheduled construction and 
inetallation operations, The new syetem brought the cost accounting interests 

of the truckers and buildera noticeably closer and united their efforta to achleve 
end results, Labor productivity and efficiency in construction improved, This 
gives witness that the new system of appraisal indicators for ATP operations meets 
the needs and tasking laid down by the well-known CPSU Central Committee and USSR 
Counei! of Miniaters decree on improving the economic mechaniam, 


Concurrently, the experiment revealed a number of major deficiencies in today's 
planning. 


The sectorial norma of shipment volume per | million rubles of construction and 
installation operations now employed are too complicated to be used as the basis 

to determine the needs of specific construction organizations for vehicle shipments. 
At present, therefore, the volume of freight shipment for mandatory clientele 

ia being planned based upon data for an accounting period taking into account 

the growth (decrease) in construction and installation operations, but without 
considering structurel shifts in construction, changes in the products list, and 
conditions for delivering components and materials to sites. 


it is quite evident that the volume of shipments to the mandatory clientele approved 
in the AT! olen for the year with breakdowns by quarters bears a probable character. 
Thie in pre tice aleo leads to a requirement for systematic refinement and correction 
of quarter» and monthly plan Laskings. 


“Rigid” planning of shipments gives rise to a contradiction between the interests 
of the AT!’ oad the construction organizations being serviced. This causes harm 
to the national economy and to trucking euterprises. What is the solution? 


As ve see it, we must plan limite in the volume of shipments for the mandatory 
clientele based upon the possibilities and needs of construction organizations 
and enterprises. Ten, for ATP the shipments called for in the plan will become 
mandatory, but for construction organizations they will signify only the limit 
of the posatble demands made on truckers when concluding agreements and when 
coordinating quarterly and monthly transport servicing plans. And, here is whac 
happens in actuality. 


The collective at Motor Vehicle Base No. 4, where the experiment was conducted, 
achteved « considerable rise in the level of construction servicing and a reduction 
in transport costs due to an increase in the quality and timeliness of shipping 
order fulfillment and due to improvement in the accounting for work actually 
accomplished However, the transport servicing plan here turned out to be underful- 
filled since the shipping organizations reduced the volume of their operations. 
Motor vehicle base .TR [engineering and technical workers] and employees received 

no bonuses. 


But, the situation would have been completely different if a planned limit of 
the volume of shipments for the builders had been established for the ATP. Then, 
the result: of motor vehicle base activities would have been evaluated primarily 
based upon fulfillment of orders for freight delivery. Plus, the fact that the 
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construction organisations being serviced did not use up the limite when their 
orderea were completely and satiafactorily met would not have been blamed on the 
motor vehicle base collective. Moreover, if the lack of full utiligation results 
from an improvement in the transport delivery echeme and an tacrease in freignt 
safety, then thie ie nothing other than the truckers’ success, the result of their 
creative work, which deserves praise rather than condemnation. 


Transition from "rigid" planning to establishment of limite on the volume of shipments 
to the mandatory clientele will become a practical possibility, given evaluation 
of the results of AT? operations based upon the level of tranaport servicing. 


The use of limite increases rather than rules out the significance of agreed ob] iga- 
tions to deliver freight. Implementation of the new system presupposes an improve- 
ment in the Level of operational planning and organization of transport control, 

and implementation of daily accounting of fulfillment of orders for freight delivery 
to construction eites, including according to an hourly schedule. Also, it presupposes 
more careful regulation of interrelationships between ATP and construction organiza- 
tions. 


At the same time, the system requires of construction organizations and enterprises 
an increase in the level of production preparation, a fundamental improvement 

in operational shipment planning, streamlining the ordering system, and reinforcing 
the financial responeibility of persone who order transport and the authenticity 

of their orders. 


A cargo delivery agreement specifies the volume and working conditions of the 
transport and it regulates the interrelationships of the parties and their responsi- 
bility. ATP must be responsible for non-fulfillment of shipments and their partners 
for non-presentation of freight for shipments in the volumes envisioned by the 
agreement. And, what is very important, in the agreement itself builders’ needs 
for transport must be realistic and computed exactly. A positive difference 

between the designated requirement and the actually fulfilled shipment volume 

is evidence of a reduction of transport costs in construction and a unique indicator 
of ATP operations. 


Operational planning in an ATP begins with determination of the shipment volume 

and the freight products list for the forthcoming day. And, the volume of subse- 
quent work is made up of weekly schedules and daily orders. Meanwhile, the construc- 
tion organizations being serviced, as strange as it may seem, bear no responsibility 
for the authenticity of their own orders. It ie no accident that working up the 
syatem of orders for freight shipment became one of the most complicated moments 

in the experiment conducted. 


In accordance with Trucking Regulations, an ATP bears financial responsibility 

for fatlure to move freight in the volumes envisioned in the monthly (10-day) 

plan, but the truckirg customer financially is responsible for failure to provide 
the freight to be shipped. But, these statutes are violated all tlhe time everywhere, 
all the more so because these regulations do not envisage sanctions for violation 

of the products list of the shipped freight. 
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Therefore, strict sanctions are necessary to increase a customer's responsibility 
for the authenticity of orders, it should be noted that the very struggle that 
the collective at Motor Vehicle Base No. 4 waged to make every order realistic 
more than anything facilitated a reduction in instances of inflating in line docu- 
mentation freight volumes and vehicle rune. 


Recently, in order to rule out additions, a new system of filling out trip loge 
and freight invoices has been introduced that unconditionally increases ATP and 
trucking customer responsibility. However, one cannot ignore the fact that the 
tain reason for inflating shipment volumes and distances in line documentation 
lies in above-norm vehicle layovers because freight is not ready for shipment 


Naturally, above-norm layovers mean a conflict with drivers whose work, aa is 
known, ia compensated for based upon piece rates (the number of ton-kilometers 
completed). And, elthough fines are collected from the guilty parties for above- 
norm vehicle layovers, the wages of the drivers do not increase on account of 
thie. 


Inflating shipment volume and distances in the documentation serves as a form 

of compensation to the driver's wages, the reduction of which occurs due to improper 
shipment planning and poorly organized freight handling operations. It is no 
accident that often one encounters a note: “shipment of construction rubbish, 

dirt. . . .” Thousands of tons of rubbish?! In actuality, this notation is made 

to avold “offending” the driver. Rubbish is non-commercial freight and its shipment 
need not be relected in freight invoices. it would seem that levying sanctions 

for non-presentation of freight ordered for shipment to a considerable degree 

would factittate a reduction in transport costes. 


Elimination of irrational shipments and liquidating fraudulent freight volumes 
and extra mileage in documents undoubtedly must lead to freeing some of the trucks 
which, it seems cto us, could be used to service non-mandatory clientelc In the 
interests of ATP economy, of course. But, diversion of departmental transport 

for the needs of outside organizations, it turns out, categorically is forbidden 
to construct ton minietries. And, this is a shame. This prohibition does not 
facilitate a growth tn labor productivity and the effectiveness of the work of 
trucking enterprises. And, our experiment confirmed this. 


It aleo revealed the imperfection of extant tariffs for shipment of construction 
freight. The volume of income per worker or the productivity of labor in ATP 
collectives are provided by tariffs in such a way that in actuality they do not 
atimulate the implementation of any kind of innovations to improve shipment conditions, 
to reduce the operating time of the vehicles, and so on. It is important that 

truckers haul more freight farther. For builders, it is specific freight to a 

specific place at the specified hour. 


For example, the necessity arose to increase the proportion of trucks paid for 

by the hour ‘rom 11 to 25 percent when the new system of appraisal indicators 

wae introduced in order to increase the teality of orders for cargo shipments 

and of (ve fulfilled volume of transport operations. This would lead to a signifi- 
cant reduction of transport costs in construction. However, the increase in the 
proportion of trucks paid for by the hour promptly would reduce the overall volume 
of ATP in. ome and, consequently, labor productivity as well. 
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Why? Because income for the ATP from trucks paid for by the hour is lower by 
a factor of 2-2.5. Accordingly, the wage norm, which is lower for the plece rate 
driver than for the by-the-hour driver, also drops. 


The tariff imperfection aleo gives rise to contradictions between the interests 

of construction production on the one hand and those of trucking enterprises on 

the other. It ie more advantageous for AT” to use trucks paid the piece rate 

even when accounting for the actually completed shipment volume isa impossible, 

when due to technological conditions the transport is down more than 50 percent 

of ite operating time awaiting loading and wnloading. Is this rational? Certainly 
not. 


Naturally, the level of traneport servicing ao an indicator of ATP operations 
cannot solve 411 the problems arising in capital conetruction. But, in our view, 
ite implementation will facilitate accomplishment of the tasks levied by the CPSU 
Central Committee and USSR Council of Ministers decree "On Improving Planning 

and Intensifying the Influence of the Economic Mechaniem to Raise Efficiency and 
Work Quality.” 


COPYRIGHT: TIzdatel'stvo “Ekonomika", "Khozyaystvo i pravo", 1980 
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MOTOR VEHICLE 


MEASURES TO IMPROVE ROAD CONSTRUCTION EXAMINED 
Moscow PRAVDA in Russian 11 Sep 80 p 1 
(Pattorial: "Build Roads Paster’ 


(Sxcerpt/ The pace of road construction in our country is increasing. In 
recent years routes with improved surfacing have increased in length by a 
factor of more than one and one-half. In the Russian Federation alone al- 
most 9,000 kilometers of modern roads are added every year, and during the 
course of the 10th Five-Year Plan as a whole some 48,000 kilometers of them 
will have been laid out. Under construction or being modernized are such 
main highways as “oscow--Kharkov--Sinferopol, Moscow--Minsk--Brest, Sverd- 
lovak--Chelyabinsk, Omek--Novosibirsk, “Moscow--Riga, and others. The five- 
year plan assignment for the construction and use of roads in the ion- 
*hernogem Zone has been over-fulfilled. 


Vevertheless, the country's road system still consists of more than one- 
half dirt roads, dependent upon the caprices of weather. According to the 
calculations of economists freight-haul costs on modern highways are equal 
te two or three kopecks per ton-kilometer, while on routes without hard sur- 
facing they amount to 15--20 kopecks. This is particularly pronounced in 
rural regions, where transport outlays amount to 40--45 percent of the pro- 
duction cost of agricultural produce. That is why further improvement in 
planning and administering this important sector of the national economy re- 
mains one of the top-priority tasks. 


Recently the CPSV Central Committee and the USSF Council of Ministers passed 
the decree “on heasures To Improve the Construction, Repair, and Maintenance 
of Roads in the Country.’ It outlined an extensive program for laying out 
new highways and sodernizging existing ones. Provisions have been nade dur- 
ing the lith Five-Year Plan to put into operation 80,000 kilometers of roads, 
including 11,500 kilometers of nighwaye which are important for the entire 
country and for various republics. It has been recognized as necessary to 
complete by 1990 the creation of a support system of roads with improved sur- 
faces, thus guaranteeing reliable transport communications between the coun- 
try's major economic regions and populated points. Roads will also be laid 
cut connecting rayon centers, settlements, and the central communal areas of 
.clkhoses and sovkhoses. The Ministry of Transport Construction, along with 
the Coumeils of Ministers of the Union republics, as well as the ministries 
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and departments concerned, have been entrusted with the task of refining the 
general scheme for developing the country's road network and presenting it 
to the USSR Cosplan. 


There is a great deal of work ahead. In order to cope with it successfully, 
it is necessary, in the first place, to increase the extent of the technical 
equipment of the road builders and to furnish them «ith highly productive 
equipment and machinery with an increased unit capacity. A word here on be- 
half of the USSR Ministry of Construction, Road and Municipal Machine Build- 
ing as well as the road ministries of the Union republics. We must speed up 
the development of capacities of the enterprises which are turning out eguip- 
ment for the comprehensive mechanization of road construction. 


Matters are frequently delayed by breakdowns in the supply to builders of re- 
inforced concrete slabs, asphalt, bitumen, crushed stone, and other materi- 
ale. The Ministry of the Construction Materials Industry and the Ministry 

of the Petroleum Refining and Petrochemical Industry must significantly in- 
crease the production of high-strength crushed stone and improved grades of 
petroleum-based bitumen. 


Highway builders have been called upon to bring their reserves into action, 
to sharply increase the pace and the quality of operations. Every group has 
potentials to do this. Meanwhile, a number of road construction and service 
administrations,including the Karelian, Voronegh, Dagestan, and Amur, are 
failing to carry out their plans and are delaying the turnover of route sec- 
tions. The sector staff must carefully and thoroughly analyze the state of 
affairs and assist in eliminating the lags. 


Advanced experience must be applied more effectively and widely, in particu- 
lar, that which has been accumulated by the road workers of the Soviet Bal- 
tic republics, who have learned how to improve the quality of concrete and 
asphalt roads. Unfortunately, it is still insufficiently used in other re- 
gions. The Volgograd--Astrakhan Road was put into operation comparatively 
recently, but many of its sections have already become unsuitable. This re- 
flects both the poor quality of the construction work and shortcomings in 
the highway's utilization. Similar defects have manifested themselves in a 
number of other places. More attention must be paid to improving the trans- 
port-operational qualities of the roads, a strict observance of the schedules 
for repairing them, and to furnishing the routes with road signs. 


23% 
CSO: 1829 
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USE OF CONTAINERS IN BELORUSSIA 
Minsk SOVETSKAYA BYELORUSSIYA in Russian 24 Oct 80 p 2 


t on interviews with Igor’ Losifovich Zinevich, chief the Minek branch 
of the Minsk ATEX-5 /Motor Transport Forwarding Combine No 5/, and Nikolay 
Yefimovich Makaimenko, deputy chief of the Main Administration of Motor Vehicle 
Haulage of the Belorussian SSR Ministry of Motor Transport, by V. Yefanov: "What 
Ie Holding k Container Shipments?"; passages enclosed in slantlines printed 
in boldfac 


— Obtaining an interview with the chief of the Minsk branch of the Minsk 
-5, Izor' Losifovich Zinevich, did not prove to be a simple matter. It was 
the end of the quarter. The telephone wee ringing every minute, and numerous 
callers were looking in deferentially. 


One of them introduced himself as the deputy director of a large plant in the 
capital. 


"Igor' losifovich, I beg you," he began directly from the threshold, “help us 
with containers. If you do not help us, the plant will become--we have become 
overstocked!" 


It was « iittle strange to see a deputy director in the role of a pleading mes- 
senger, but Igor’ Losifovich, evidently, was not surprised at all by this; he 
was accustomed to it. 


Turning to me, he made a helpless gesture. 


"You asked what is holding back container shipments? The answer ie in front of 
you. In ite natural form, so to speak. We have undisciplined customers. It has 
become the rule that the overwhelming majority of enterprises which make use of 
motor tranaport services utilise the minimum number of containers allotted to 
them at the beginning of the quarter, while they demand the maximum and above 
what is authorized at the end of the quarter. This diarupte the drivers' plans 
rather significantly." 


“We uncerstand that it is difficult for you," the deputy director interrupted. 


“But you will understand ow position, too. Suppliers are coming with raw mate- 
rials. [hey are just beginning to move at the end of the quarter." 
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, there are objective reasons in the case cited. But 1 want to point out 
they are not alwaye thoee advanced as justification by the users of motor 
wweneport. More often the problem is not with raw materiale at all and not with 
wnite supposedly not delivered to enterprises on time, but with their 
of internal organisation. 

in 


PRAVDA (10 September 1980), A. Ye. Andreyev, Belorussian SSK Minister 
Transport and Hero of Socialist Labor, pointed to thie in particular. 
problem ie very serious. In fact, the effectiveness of such advanced methods 
transpert as containers and tandem trailer trucks and truck-tractore with in- 
erchangeable eemitrailers depends to a considerable extent on how efficiently 
work has been organized at the enterprises which send and receive freight. As 
experience shows. their effeetiveness often ie nullified precisely because of 
customers’ lack of preparatioan./ 








For a sore detailed response to the question and to reveal the causes hindering 
more intensive utilization of transport, we asked Nikolay Yefimovich Maksimenko, 
deputy chief of the Main Administration of Motor Vehicle Haulage of the Belorus- 


sian SSR Ministry of Motor Transport. 


‘Piret, a little history. Shipment of freight in multipurpose vehicle contain- 
ere wes begun in 1963. The purpose of them was release of railroad containers 
and care in short supply, reduction of transshipment operations and, as a conse- 
quence, savinge in national economic funds. In the 1964-1975 period, 2,670,500 
tens of freight were shipped in thie manner. Thies made it possible to release 
conditionally 1.46 million railroad containers and 121,000 cars. Taking into 
account the vast national economic benefit of the experiment conducted (just by 
accelerating freight delivery, the savings amount to 1.% million rubles annually), 
the republic's government has directed drivers and their customers toward a com- 
plete changeover of container shipments fram rai) transport to motor vehicle 
transport by the end of the 10th Five-Year Plan. in 1779 alone, we shipped 
840,000 tone of freight, whereas railroads shipped just 65,000 tons./ 





"The transport of (reight by diesel tandem trailer trucks and truck-tractors with 
trailers is being developed at an intensified pace. Their production cost is being 
reduced by half, and significant fuel savings are being achieved. However, the 
efficiency of both could be greater if customers would work more purposefully to 
equip cargo platforms and provide them with appropriate loading and unloading 
machinery. 


"Take the Minsk ‘Torgodezhda’ and ‘Tekstil'torg' bases, for example. There are 
practically none of the needed mechanized loading and unloading facilities here; 

as a result, vehicles stand idle for 2 to 3 hours above the norm. It is noteworthy 
that both bases are located on the same territory. The ‘Kul'ttorg' and ‘Khoz- 
torg’ bases also have been situated here. Because of the congestion wh‘ch has been 
created, it is very difficult for drivers to operate and above-norm idle times for 
containers amount to over 8 hours. 
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/"Unlike these mterprises, the Minek Motor Vehicle Plant has adequately spacious 
platforms and the necessary machinery. However, because of poor organization of 
loading and wnloading operations, they work inefficiently with containers here as 
well. At times, it develops into a paradox: after being taken off a vehicle, they 
often are turned into warehouses which are not unloaded for a week or more. At 
the same time, enterprise managers are urcently demanding the empty ones. 


/"In general, many examples can be given. I will say only that just 152 of the 
400 enterprises which make use of transport have been adequately technically 
prepared. 


/'This applies to light containers, so to speak, with a capacity of 1.5 to 3 tons, 
But after all, we also carry those which accommodate 10 to 20 tons of freight 
each. Hundreds of enterprises make use of them, although not one has the machi- 
nery for removing the containere. They unload them by hand.''/ 


"Nikolay Yefimovich, you said that container shipments by motor transport are not 
new, that they have been developed for more than 15 years. During that time, do 
sens of enterprises have been built and rebuilt in our republic. Ome would think 
that the modern trend in the development of trucking could have been foreseen in 
their planning stage.’ 


"Abaoluteiy. But in practice this happens far from all the time. Recently, say, 
construction of the Zhlobin Synthetic Pur Factory was completed. As far back as 
the period of planning the projecte-I will note that we learned by chance about 
this at the “inistry of Motor Transport--we cau‘ioned administrators of the Belo- 
russien SSR Ministry of Light Industry about the need to build a well-equipped 
container platform at the enterprise. However, they refused, referring to the 
fact that products would be taken out by rail transport. Today when railroad 
cars are in short supply, the factory management has been compelled to turn to 
motor vehicle drivers for help. We, of course, have not refused to help. But 
what kind of efficiency cam there be if vehicles arriving in Zhlobin stand idle 
for loadir s? 


"The obvious reluctance of a customer to ‘come up with the money’ to reinforce 
ancillary production is being observed here. Provided that the target is basic- 
ally fulfilled, we will find a way there, as the saying goes. Such a practice, 
which in fact is displayed rather frequently, costs the state a creat deal. In 
the first place, remodeling of access roadsa--and the urrent task of the day un- 
avoidabl, requires this--entails supplementary capital investment; in the second 
place, exceseive idle time cy motor transport during carrco operations causes still 
ereater hara. it .s ficient to omy that last year alone 750 JIL Motor Vehicle 
Plant imeni Sudmehen? vensenes were not operating during the year because of 
aboveenorm idle time durine cerro operations. 


/"“Or . « following example. The Fanipol'skoye Mnterprise for the Marketing of 
Chemical and Electrical Brgineering Products was commissionea § years aro. This 
ig one cf our largest customers. The emterprise is highly mechanized, and has a 
sufficiert number of platforms. But it operates poorly with motor vehicles. The 
reason, among other, organizational reasons—-lies in the fact that the exchance 
container vclatform has not been equivped here. In their search for containers 
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ready for shipment, drivers must drive al) around and load up at all 11 warehouses 
of the enterprise under unbelievably difficult “unmaneuverable" conditions. If 
the trend toward development of container transport had been taken into considera- 
tion during planning, the loading of vehicles could have been accelerated and the 
work conditions of the base's workers could have been improved./ 


"Of course, it would be incorrect to think that both customers and planners gene- 
really do not devote attention to enterprises' access roads. This concerns another 
matter--setting up cargo platforms which meet the requirements of technical policy 
in the field of motor vehicle transport. After all, not only transport technology 
is being improved; the vehicles themselves—-their carrying vapacity and size--are 
changing. Say the Minsk Motor Vehicle Plant is turning out 20-ton tandem trailer 
trucks, but all the projects of enterprises now being developed do not take this 
into account, which leads to involvement of supplesen manual labor and extra 
physical input. And the MAZ Motor Vehicle shops are developing a 

V ten tandem trailer truck, Won't it put us in an even more difficult position?" 





"And what solution do you propose, Nikolay Yefimovich?" 


"Traditionally, it has taken shape in such a way that the Ministry of Motor Trans- 
port has not been on the list of those institutions without whose agreement not 
one project is approved. Some time ago, obviously, there was no necessity for 
this. But today, when motor vehicle manufacturing has entered a qualitatively 


new stage, such e measure is simply indispensable. 


"I want to point out, by the way, that it has always been recommended that plan- 
ning organizations turn to vehicle drivers for advice. But it is one thing to 
‘recommend' and something elee entirely to ‘make it someone's duty.’ I think it 
ie time to resolve thie problem. After all, only on the condition that there is 
compulsory (I repeat--compulsory) agreement of our ministry with technical speci- 
fications can such a burning question be resolved." 


“Well, it is difficult not to agree. But obviously, in order to dot the ‘i’ 

these measures are inadequate. As far as I know, many unresolved questions con- 
cerning development of advanced forms of transport also are facing the Belorussian 
SSR Ministry of Motor Transport. Many complaints about the quality of drivers’ 
work, let us say, come from the republic's Ministry of the Construction Materials 
Industry...” 





"We are not belittling our blame. Indeed, motor pools often impede the departure 
of vehicles for service and do not fully allocate transport in accordance with 
requests. However, there is a ‘but’ here, too. It is sufficient to say that 
about half our ministry's vehicles have been put in facilities whose capacities 
do not provide technical maintenance of sufficient quality—-the result of imbal- 
ance in the growth rates of transport, and the increase in the amount of rolling 
stock and capital investment necessary for development of the physical base. The 
complaints come from here, too. 


“And if one looks at the probles from another angle? Again from the point of 
view of the customers’ preparation. 
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/"It ie not necessary to go far for an example. At the Pobokovichi open-cut mine 
of the Bobruie« Construction Materials Combine, tandem trailer trucks are used in- 
tensively for transporting clay. The enterprise management is not devoting appro- 
priate attention to development of access roads in the mine. The result ie at 
hand: it rained, and the trailer trucke have to move out on the road with the aid 
of a bulldozer. This, unfortunately, is not an isolated case. In more than half 
of the open-cut mines of the Ministry of the Construction Materials Industry syse- 
tem, difficult conditions for motor vehicles have developed, basically because of 
the unsatisfactory maintenance of access roads, insufficient number of loading 

and unloading mavhines end bulldosers in good repair, and the lack of technical 
procedures for loading. Incidentally, at many of them the question again rests 

on the quality of planning documentation of newly built and renovated enterprises. 
This is on the one hand, On the other hand, a more voncerned, practical attitude 
toward the problem of the customers themselves is necessary./ 


"T cannot pass this over in silence, either. 


‘ln the 1977-1980 period, the construction and renovation of 19 container plat- 
forma were envigased as part o: the Belorussian SSR Ministry of Motor Transport 
framework, ‘The period is coming to an end, but only five have been made, and a- 
nother three are being renovated, Mainly because planning organs are not alloca- 
ting funds for construction." 


"So, l'isolay Yefimevich, it should be said in summing up, evidently, that an over- 
all, very thoroush approach to the question at all levels is required." 


"Exactly. We aleo ere being guided toward this, by the way, by the recent decree 
of the Belorussian Communist Party Central Committee and the Belorussian SSR Coun- 
cil of Minietere ‘On measures to further improve the level of mechanization of 
loading end unloading and materials handling operations.' The future lies in ad- 
vanced forma of transport." 


40 
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MOTOR VEHICLE 


NEW KAZAN‘'=-NABEREZHNYYE CHELNY HIGHWAY 
Moscow TRUD in Russian 25 Oct 8 p 1 
[irticle by Ye. Ukhov: "The Highway Leads Across the Kama'7 


Bas) Asphalt has been rolled out on the last 100 meters 
of the new 218-kilometer Kazan'-Naberezhnyye Chelny highway. 


An hour after leaving ' we were at the 157th 100-meter ker, where workers 
of 80-856 and sU-%8 ‘Construction Administrations 856 and 928/ were spreading 
the final meters of bitumen. A dump truck was emptying the next portion of the 
steaming mass into the hopper of the agphalt paver, and soon after, the section 
being paved /peremye began to shine with a black bed of asphalt. 


For several vears the brirades advanced toward each other, kilometr\r after kilo- 
meter. During this period the road workers carried out coustructiwm and installa- 
tion operations valued at 75 million rubles and more than 10 million cubic meters 
of soil were poured out. In order to save time and construction materials, they 
refused delivery of sand and gravel materials from plants and began laying a so- 
called stabilized mixture--soil which they dug up from open pits along the way, 
mixed with cement—on the roadbed foundation. But the route will be fully open 
only by the end of the year. With o etion of construction on the bridge cross- 
ing the dam of the Nizhnekemskaya GES ectric Power Station/, not one ferry 
crossing will be left on the route. 


The products of the giant Kama motor vehicle complex will disperse al the new 
superhighway to the central regions of the country. Big-browed KamAZy Pot or ve- 
hicles produced by the Kama Motor Vehicle Plant/ will speed off along it singly 
and in groups toward Kazan', and the wind will blow the conveyer's fresh smells 
away from them. And tandem trailer trucks with freight for the vehicle makers 
and oil workers of the Trans-Kama region will move in the opposite direction. 


The highway was laid along the Kama a little farther south of the old macadam 
road. Drivers already have assessed the advan of the new route. The width 
of the rondway is ) meters and the road "jacket" /dorozhnaye "rubashka"7, which 
is a half-meter thick, is able to sustain any overloads. The entire trip from 
Kazan’ to the KamAZ plant takes a littl« more than 2 hours. The highway bypasses 
all populated areas, and there is no need to apply brakes incessantly. There are 
178 culverts and 12 bridges on the route. The largest bridge crosses the Vyatka 
near Mamadysh. 
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"The new road has an entire complex of special structures," states V. Shalagin, 
deputy manager of the 'Kazdorstroy" trust of the USSR Ministry of Transport Con- 
etruction, the project's general comtractor. "Four road maintenance complexes 
will be serving the route. The highway will have two gasoline stations, vehicle 
pavilions, rest areas for drivers and passengers, and ‘pocksts" for parking ve- 
hicles and buses. A technical maintenance station will be built near Yelabuca." 


Vehicles bound for Ul'yanoveak, Gor'kiy anc Moscow will use a new highway bridge 


across the Volga. It will be ane of the largrest in the RSFSR, 1,355 meters long. 
Construction of the bridge will begin next year. 
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KAMAD TRUCK PRODUCTION--aman', 15 Oct-—The collective of the Kama Association 
of Heavy Truck Manufac Plante has fulfilled the five-year production plan. 
More thap 184,000 NamaZ Motor Vehicle heavy vehiclesa——auxiliary ve- 
niclee Qbortoryye » tractors and dump trucks—are operating today in the 
country's natiqnal eo 

transport enterprises. 


. KemAZ modele are being used in 
PRAVDA in Russian 16 Oct 80 p 8936 
AWMENLAN HIGHWAY——The new 48-kilameter Kadzharan-Megri highway has crossed the 
deep gorges of the Zangezur. Stltets of show 3,000 actere, Maat Mene 
cult roads in Armenia, at an alti of about 4,000 meters, ow 
IZVESTIYA in Russian 3 Oct 80 p 8936 


VEXICLE COMPUTER TESTING--The computer complex developed by the Institute of Tech- 
nical Cybernetics of the Belorussian SOR Academy of Sciences is accelerating the 
teate of new "Zhiguli" modele a hundredfold. Scientiste sent the last camplete 
unit of thie autarated equipment to Tol'yatti. It ie no longer necessary to drive 
a vehicle around a test track for long months in order to test it. The memory of 
the complex etorer data on different types of roads, At the canputer's command, 
pulsere installed under the car's wheels reproduce all the bumps and potholes di- 
rectly at the test stand. Here the camsputer analyzes resulte received and gives 

a preciee characterization of assemblies' dependability. One of the computer com- 
plex veriatiqone—the a@n-board ie being used by Minak vehicle ma- 
nufecturers to determine the extent of vibration in the driver's wark place. 
"Automated ayeteme are one of the future trends in the creative work of the repub- 
lie's scientiete,” P. I. Yashoheritayn, academician secretary of the Physical and 
Technical Sciences Department of the Belorussian SSR Academy of Sciences, told a 
BELZA correspondent. ‘For example, robote created at the Institute of Technical 
Cybernetics are weiding cabe at the Minek Tractor Plant. This 

duct quality and relieves the individual of heavy physical loads." nak 
SOVETSKAYA BYELORUSSIYA in Russian 16 Oct 80 p 8936 

















TAMZ-'"4s) OIESEL MOTOR--Test models of the new-generation--YANZ-'40 diese] 
motors have been manufactured. They will undergo their universal testing 
at the Beloruesian Automotive Plant. This new series of engines develops 
a capacity of as much as 650 horsepower. They are designed for heavy-duty 
trucke and the K-701 tractors. During the lith Five-Year Plan the produc 
tion of such diesels will be put on a mass, assembly-line basis. Arent) 
(Moscow IZVESTIYA 14 Oct 80 p 2/7 23% 
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ZIL PLANT'S SU°RRHRAVY 1) R88RD--Moecow--l'raneport of miperhvavy presses hae heen 
campleted at tie capital's Motor Vehicle Plant imeni 1. A. Likheohev, The 
"Koleanitea," resting on 126 wheels, moved slowly, centimeter by centimeter, a- 
orogs the plant's grounds, Traetore led the unusual tractor-trailer from the 
plant's river moorage to the esiderail forging shop, where frames for /Ii-1}5] and 
ZIL-153 vehicles, ao well as new truck models, will be made on the gigantic press- 
es. Thie operation took a whole month. Just 1.5 kilameters were covered, but 
all the experience and akill of Yu. Utkin's drivers brigade were needed. "This 
was the firet time we had to perform euch « larre move when production was in 
progress," said I. Yeliseyev, sor of the operation. “For that » we 
were very carefw, too." ow NEDELYA in Russian No 43, 1980 p 8936 


LITHUANIAN HIGHWAY=-Skirting Sheduva and many kolkhos settlements, the asphalt 
ribbon etretched from Paneveshis to Shyaulyay. This road between two large in- 
dustrial centers of Soviet Lithuania will significantly improve communications 
of the northern part of the republic with the shores of the Baltic. Collectives 
of the Paneverhis fifth construction administration and the Shyaulyay fourth can- 
struction administration laid the asphalt pavement, erected three bridges, equip- 
ped many modern crossings and rest areas, and put the shoulders in order without 
stopping heavy transport traffic. The task was carried out nearly 5 ahead 
of schedule. /xcerpt7 [Vilnius SOVETSKAYA LITVA in Russian 4 Oct 60 p 8936 





Y-15] lich DnGlivk--lAGS--Tests have been successfully completed on a die- 
engine “hich was created at the Viadimirskiy Trettor Plant imeni A. A. 
isnov \eeoelation., This new “heart” for farm vehicles with its modest 
weleht and sige has a capacity of approximately 150 horsepower. “The D-151T 


diese] wae conceived as a multi-purpose, universal engine,” stated the en- 
‘erprise'’s chief designer, Doctor of Technical Sciences V. Efros. it will 
be utilized in the new plowing tractor which this enterprise is preparing 
to produce in conjunction with the group of the Lipetsk Tractor Plant. The 
diese. will also operate in the new, more highly productive grain combines, 
that is, in those necessary machines whose creation was mentioned at the 
Jetober Plenum of the CPSU Central Committee, A tractor equipped with the 
new Viadimirskly diese] engine will be able to perform several operations 
at the same time. /Text/ (Moscow IZVESTIYA in Russian 28 Oct 80 p 2/ 
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NitW 'KAMAZ' TRUCK MODFL--During the days when the nation was preparing for 
the 26tn Party Congress the second line of the main assembly line witnessed 
the initial assembly of a group of trailer-trucks representing the sixth 
modification of the “KamAZ.” In order to improve the assembly technology 
and to reduce this truck's metal consumption, the spare-tire holder is 
being eliminated from the new mode). The’ 'spare” wheel itself, the storage 
batteries, the air cylinders and the pneumatic apparatus of the trailer vill 
now be fastened onto the frame, Successful mastery of the output of this 
new, neavy-duty truck has allowed tne KamAZ group by the day when the 26th 
CPSU “ongress opened to begin the assembly of two more trailer-truck models 

-the 20-ton KamAZ-54112 and the fully powered /?/7 KamAZ-4310 with an en- 
eine Tx of 210 horsepower. [Tex [Moscow SOVETSKAYA ROSSIYA 14 

ct 0 p 2°74 
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TUANSPORTING STRUCTURAL COMPONE)'TS--The Central Selentific Nesearoch in- 
atitute for Organisation, Mechanisation and Technica) Assistance in Con- 
Struction has created a system of specialised truck-transport means for 
hauling pre-cast, reinforeed-concrete structural components. This work 
has been awaried the Prise of the USSN Council of Ministers for 1980. The 
over-all economic effect to be derived from introducing thie system of semi- 
trailers attached to regular truck-trailers is estimated at 30 million ru- 
bles, including 20 million rubles a yea. by means of reducing operating 
expenditures. Nineteen models of the vruck-transport means with a load- 
carrying capacity ranging from 9 to 25 tone for hauling panels, beams, 
slabs, trusses, blocks and sanitary facilities have replaced all the pre- 
viously existing 430 models, which were created by the construction organi- 
zations using their own efforts. A unified technical policy in this matter 
has allowed us to organise the serial production of these truck-transport 
means at apecialised enterprises of the const istries, and this 
has curtailed outlays by 4.5 million nt ries fe —_. scow EKONON ICliss- 
KAYA GAZETA in Russian No 39, Sep 


C500 1829 
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UDC 656, 212. 5 
CLASSIFICATION YARD ARRANGEMENTS FOR LONGER, HEAVIER TRAINS 
Moscow ZHELEZNODOROZHNYY TRANSPORT in Russian No 9, 1980 pp 56-59 


(Article by lL. V. Abuladse, candidate of technical sciences: "Schematics 
of Classification Yards for Servicing Combined Trains" 


ext/ An experiment conducted by the Moscow Railroad and approved by the 
PSU Central Committee has shown that under conditions of high line load- 
ing @ major reserve for handling the increasing hauls is to increase their 
traffic through capacity by putting into constant circulation trains of in- 
creased weight and length. Thies frees up certain channels within the sche- 
duie to allow additional trains to pass through and speeds up the hauls of 
freight which is extremely important for the national economy. 


On e oumber of the network's sections widespread use is being made of putt- 
ing through combined trains, placing the locomotives at the head and in the 
middie of the train. This method of intensifying a line's capacity 
ie utiliged for handling planned car flows when "windows" /j are left 
open for track-repair and construction operations as well as under condi- 
tions of normal operation after the appropriate reconstruction work has 
been carried out in the yards (developing pool necks, Mmying down auxiliary 
tracks and awitches, lengthening yard tracks, changing the signals, etc. ). 
Practical operating experience testifies to the high economic efficiency of 
organising the circulation of such trains on densely freight-impacted lines 
and routes. 






Further development of the system of running combined trains along with the 

«idespread introduction of the Moscow railroad workers’ experience will ‘al- 

low us to free up a large number of schedule channels for additional freight 
hauls, will enable us without additional capital investments to provide ful- 
ler transport service to the national economy, to reduce operating expendi- 

tures, and to increase labor productivity. 


Urganising the circulation of combined trains poses new requirements for 
the track development of the yards where their servicing is to be set up. 
_arge-capacity freight trains can be made up not only by accumulating a 
ange number of cars on long classification tracks but also by combining 
(in yards or in transit) two or more trains of a certain weight and length. 
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The movement of such trains can be organised on al) sections (before be- 
ing received at a station they need to be disconnected and handled like 
ordinary trains). 


The experience which has been accumulated and the research which has been 
conducted demonstrates that the sovement of combined trains requires de- 
finite changes in the ayates of section operations. in particular, there 
ie to be an increase in the norme of station intervals, of technical stops 
for oar inepection, and for changes of locomotive crews. It is necessary 
the combination and the disconnecting of the trains, 
tions where not all the separate pointe have lengthened 
the ity freight trains must be 
paseed through with a limited number of stops. This influences the average 


of 
The passing through of combined (heavyweight) trains on the sections can be 
organised by various methods. When the weight norms for transit freight 
trains are increased and are left unchanged for the local traffic flow, the 
separate pointe have the opportunity, to the saxiaum degree, to maintain 
the track development without rearrangements and to limit themselves solely 
to operations connected with the direct lengthening of the receiving and 
dispatching tracks. In the opinion of certain specialiste, however, leng- 
thening the receiving and dispatching tracks in sectional and classification 
yards leads, in individual cases, to the need for a complete rearrangement 
of the existing track development, and this requires very considerable capi - 
tal outlays. 


It is extremely important, therefore, to guarantee the increase in the norms 
of train weight (expanding the use of combined trains), utilising the exist- 
ing track development of sectional and classification yarde without signifi- 
cantly rearranging them. In particular, thie is possible when the weight 
norms are doubled for transit trains and the existing norms maintained for 
local freight trains. 


Passing through traine of increased weight and lengt: is carried out with a 
lack of tracks of appropriate capacity at intermediate stations. The tech- 
nology of train operations should provide for the presence of lengthened 
tracks only at the receiving and dispatchixg points of the initial and ter- 
minal stations--points where the heavyweight and extra-long trains are 
“porn and die.” The movement of such trains is being organized between 
major classification yards with powerful streams of car flows and a large 
amount of classification operations. In this case making up trains of in- 
creased rolling stock does not lead to significant additional outlays of 
time spent on their accumulation. 


The schematics and volume of operations with regard to rearranging classi - 
fication yaris also affects the procedure of placing the leading locomo- 
tives in combined trains. When they are positioned only at the head of a 
train, the operation of classification yards with respect to passing 
through combined trains is made considerably more difficult as compared 
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with positioning the leading locomotives at the head and in the middle of 
the combined rolling stock. 


Lengthening @ portion of the receiving and dispatching tracks or laying 
down additional tracks for receiving and dispatching combined trains can 
be carried out on the existing yard area as well as beyond ite limits. In 
Classification yards use must be nade of existing possibilities and re- 
serves for building additional facilities, proceeding from the configura- 
tion of the schematic and the reciprocal placement of its principal ele- 
mente, the scope and nature of the train fiows to be processed and those 
in transit, the local conditions and prospects for the yard's development. 


Industrial Areas 











Figure 1 


In our opinion, it is gore convenient and feasible to position the addition- 
al facilities for servicing the doubled-up trains within the yard's limits. 
One such variant is shown in Figure 1. The additional facilities for incon- 
ing combined trains are arranged in the schematic in the area of the hump 
and the exit neck of the receiving area P, wh’ le for the departing trains 
they are positioned in the area of the rear neck of the classification area 
S and the neck of the dispatching area ©. These facilities (indicated by 
stippling) include tracks of ordinary length, switches, and siding dead-end 
arresting devices. For receiving selected trains and for dispatching those 
of its own make-up in the direction opposite to that of the classification, 
loop-shaped tracks (semi-rings) have been provided at both ends of the yard. 


The reception of combined (extra-long) trains is carried out in the follow- 
ing manner. The trains are passed through along one of the rim tracks for 
receiving, designed in such a way that one set of rolling stock with its lo- 
comotive remains in area P, while the other is shunted onto the additional 
track. After uncoupling, the train which was received onto the additioral 
track is also pushed onto one of the free tracks of area P. Then the pro- 
cessing of the rolling stocks begin along with their preparation for bely 
‘ont down from the hump. The train locomotives enter the depot in the 
ueual order, along the main lines indicated in the schematic. The usable 
length of the additional tracks is the same as that of the trac!’s in the 
areas for receiving and dispatching trains. 
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In order to combine made-up trains and prepare them for dispatching, the se- 
cond rolling stock of the future combined train is pulled by a switcher lo- 
comotive out of the classification area S, through the make-up extension, 
and placed onto the additional track. Then the train locomotive is passed 
through to it and is coupled to it. The first rolling stock is brought 

from the area S to the dispatching track, The second rolling stock, which 
had been propared earlier with the train locomotive, is pulled up and 
coupled with the first. The combined train is supplied with a head train 
locomotive, Then it is processed and made ready for dispatching. 


The same technical methods are utilized for coupling made-up rolling stocks 
with destinations along the track to transit trains. The additional tracks 
can also be used for servicing and passing through combined (extra-long ) 
transit trains heading in both directions. 


The schematic of the classification yard under consideration (See Fig. 1) 
has been designed for the parallel discharge of rolling stocks and provides 
for the construction of auxiliary classification facilities (low-capacity 
humps as well as grouping areas) in order to expedite the making up of mul- 
ti-group (composite and transfer) trains and the processing of local car 
flows. The locomotive and car systems LVKh are situated in one area along- 
side of the classification area. 


In order to supply local cars, the yard schematic has provided for a general 
exit to the rail sidings of industrial enterprises and to the freight yard 
GD from the dispatching area. The feedback of these cars into the yard is 
carried out into the receiving area P, which makes it possible to pass out 
the local cars and classify them according to their destinations through the 
main classification hump 06. There are other possible variants for posi- 
tioning in the yard local points and their connections with the basic areas, 
depending upon the interrelated situation of the yard, the city, and the 
principal industrial enterprises (districts). 





The same schematic may be used for positioning additional facilities at 
Classification systems of double-set hump yards as well. 


When considering the ibility for more widespread organization of putt- 
ing through combined (heavyweight) trains on a number of runs, the appropri- 
ate schematics for sectional and classification yards must be worked out. 
One such schematic for a single-sided hump yard is shown in Figure 2. Here 
provisions have been made for dispatching trains already made up directly 
from the classification area S; therefore, most of this area's tracks are 
claseification-dispatching tracks C.o, The reception area P has lengthened 
tracks for receiving combined trains and standard-length tracks for trains 
of the regularly established weight. 
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Industrial Areas * 
Figure 2 


Classification-dispatching tracks also have a doubled usable length and 

are designed to accumulate cars and to make up doubled rolling stocks. A 
part of the tracke of the classification area of the standard usable length 
is designed for making up trains with the regularly established weight norms. 


The claseification yard's middle tracks have been earmarked for accumulat- 
ing local car flow (to loading and unloading points, siding tracks of in- 
dustrial enterprises, as well ae for making up multi-group composite and 
transfer trains). With this goal in mind, additional classification fa- 
cilities have been constructed at the end of the central cluster of tracks 
--an auxiliary hump VG and a local grouping area Gi. M. Most of the tracks 
of the grouping local area are no more than 200--250 meters in length, while 
the tracks of the full usable length are envisioned for making up and dis- 
patching composite and transfer trains. The dispatching of made-up trains 
of all categories, both ordinary and doubled-up, is carried out from the 
rear necks of areas 5S, 5-0, and Gr... 


The transit areas are located in a continuation of the classification clus- 
ters, and along with tracks of standard length they have lengthened, addi- 
tional tracks for processing combined transit trains. The dispatching of 
ordinary freight traine which have been made up can be organised from the 
areas for transit trains Tr.P. 


The locomotive and car systems are located alongside the receiving area and 
are conveniently linked with all areas with the aid of feeder lines situated 
along both sides of the classification area. 


All the loading and i nloading points CD, S.Pl., K.Pl., and the rail sidings 
of the industrial enterprises have a direct connection with the local group- 
ing area Gr.M. In the reverse direction local cars can be fed into the yard 
pom the rear of the classification area as well as through reception area P 
and the main classification hump ©. This insures the yard of a high degree 
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of flexibility in processing local car flows, 


On the enveloping main tracks platform stops 0.Pl. have been made for sub- 
urban trains. 


The schematic under consideration for a one-sided hump yard insures a com- 
plete operational flow with regard to receiving, passing through, making up, 
and dispatching combined and extra-long trains, the detailed classification 
ef the local car flow, expediting the make-up of multi-group composite and 
transfer trains, as well as a convenient link with the local points for load- 
ing and unloading and with industrial enterprises. 


A yard for processing and unmaking as well as making up combined, extra-long 
trains can be built in accordance with the schematic shown in Figure 3, with 
a combined positioning of the principal areas. in particular, receiving area 
P ie situated sequentially and the dispatching-transit areas--parallel with 
classification area 5. 


Industrial Areas 
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Industrial Areas 
Figure 3 
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Receiving area | consists of tracks of doubled and standard usable length, 
Combined trains from both directions are received on the area's long tracks, 
while ordinary trains are received on its short tracks, The unmaking of se- 
lected trains through the main hump OG ‘os carried out ‘in accordance with the 
accepted technology. The train locomotives from the disassembled trains are 
shunted into the depot along feeder tracks (with an exit near the hump). 
These tracks are situated along both sides of the classification and dis- 
patching-transit areas, and they are conveniently connected with their 
necks, 


A portion of the classification yari's tracks have been planned for a double 
usable length. The dispatching of extra-long, already made-up trains is pro- 
vided for directly from these tracks. 


The combining of two made-up trains or a made-up rolling stock with a tran- 
sit train can be carried out through an extension of make-up on the tracks 
of the dispatching-transit area, which are also being planned with a doubled- 
up usable length. 





The accumulation and repeated classification of the local car flow are car- 
ried out along the central cluster of classification tracks, the auxiliary 
hump VG, and tne grouping local area Gr.M. The schematics of the approach 
bypasses and the links with local freight points and rail sidinge of indus- 
trial enterprises are the same as in Figure 2, 


The proposed additional facilities and schematics of the one-sided classifi- 
cation yards provide for the effective servicing of combined (heavyweight ) 
trains, and they can be utilised in rearranging existing hump yards as well 
as in building new ones, 


JOPYRIGHT: ledatel'stvo “Transport”, "“Zhelemodorozhnyy transport”, 1980 
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UDC 629.423.154629.424.15 
ELECTRIC AND DIESEL TRACTION LIN INDUSTRIAL TRANSPORT 
Moscow ZHELEZNODOROZHNYY TRANSPORT in Russian No 10, 1980 pp 42-45 


[Article by Doctor of Economic Sciences and Professor V. A. Dmitriyev: “Electric 
and Diesel Traction in Industrial Trar port") 


{Text} Industrial rail transport performs important functions in the material pro- 
duction and circulation of goods. Territorially and technologically, the operation 
of all types of industrial transport is divided into internal (intrashop and inter- 
shop) and external. Intrashop transport is an integral part of the technological 
process of production. Intershop transport is not linked primarily to the techno- 
logical process and moves freight between shops and warehouses on the enterprise 
site or within one industrial center. External industrial transport is intended to 
supply enterprises with raw and other materials, fuel, equipment and other freight, 
ae well as to ship finished output from the enterprise site to points where it is 
transferred to mainline transport or directly to the consumer. Thus, industrial 
transport is on the one hand an inseparable and integral part of production and on 
the other it is a link in the unified transport network. 


Overall Characteristics 


Industrial rail transport accounts for 46.5 percent of all freight turnover, the re- 
mainder being done by motor transport (50 percent) and noncontinuous types of trans- 
port (3.5 percent). The best-developed rail systems, including large number of lo- 
comotives, rail cars and the maintenance base for them, are in the Ministry of Rail- 
weys (spur tracks, interbranch industrial rail transport associations), Ministry of 
Ferrous and Nonferrous Metallurgy, Ministry of Coal Industry, Ministry of Light In- 
duetry, and Ministry of Machine Building. In 1977, the united industrial rail trans- 
port enterprises (PPZhT) were transferred to the Ministry of Railways. 


industrial rail transport has an enormous influence on the operation and development 
of the socialist economy. The rail network of industrial transport is 131,400 km 
long (total length). The 1978freight shipments by this type of transport were 10.9 
billion tonsand the freight turnover was 78.7 billion ton-kilometers. In the 10th 
Five-Year Plan, freight shipments by normal-track industrial rail transport grew by 
26-28 percent. 


It should be noted that industrial rail transport still lags in its technical devel- 
opment behind both the level of the basic production it serves and the level of tech- 
nicel condition of the mainiine railroads. This lag relates first of all to the area 
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of introducing electric and diesel traction, to overall mechanization and automation 
of loading and unloading, to rolling stock and track maintenance, and also to equip- 
ment and methode of organizing the planning and management of shipping and loading 
operations. 


The resolutions of the 25th CPSU Congress anticipated the essential completion in the 
10th Five-Year Plan of the change-over of industrial enterprise rail transport to 
diesel and electric traction. Work on creating automated control systems for indus- 
trial rail tranaport and other projects was also outlined. 


Among the measures aimed at ensuring the accelerated development and improved economy 
of operation of industrial rail transport, the most important is completing the re- 
placement of steam locomotives with electric and diesel traction and the creation of 
a material-technical base for the repair anc maintenance of these progressive locomo- 
tives. Steam locomotives have outlived their usefulness and become a brake on the 
use of modern equipment and technology at plants, factories, quarries, mines and as- 
sociations. They are not powerful, they are inefficient (3-4 percent), current ex- 
pendiiures per unit of transport output are high, and enterprise sites are dirtied. 
By early 1979, electric and diesel locomotives comprised 85 percent of the industrial 
traneport locomotive fleet. In this regard, about 25 percent of the total freight 
turnover was handled by electric traction and there were 7,400 km of electrified lines. 


Diesel locomotives handle about 70 percent of all industrial transport. The large 
PPZHT's, combined transport systems, loading-transport administrations and large com- 
bines and plants have up to 100 or more diesel locomotives each and their own diesel 
iocomotive systems. 


The industrial transport system as a whole inventories a locomotive fleet consisting 
of 75 percent diesel locomotives, 10 percent electric locomotives and |5 percent 
steam locomotives. 


Industrial transport .ocomotive operation has a number of features distinguishing it 
from the mainline railroads. Among them, we should first of all note the short range 
of shipment: 1-3 km in intraplant transport, up to 7-8 km on certain unit trains, 
and up to 19-15 em in quarry transport. The grades on intraplant tracks are gener- 
ally elight, but the steepness of the gradients to metallurgical plant trestles and 
acrap stockyards reach 15-20 percent in a number of instances, and they reach 50 per- 
cent or more in quarry transport. Traffic speeds are 4-25 km/hr due to the shortness 
of the sectors, smal! curve radii, numerous crossings and restricted visibility of 
signals. Also included among these features are the comparatively light weight of 
the consists, sharply variable traction equipment operating conditions, and high pro- 
portion of operation at partial load and idle. 


All these and other specific operating conditions of industrial transport have a sub- 
stantial influence on the economic indicators and spheres of use of the different 
series of locomotives and types of traction. 


For die el locomotives, it costs an average of 24.8 to 25.6 kopecks to ship one ton 
of fretgnt 6-10 km; the cost is 11 to 16.3 kopecks for electric locomotives and trac- 
tion units. The net cost per ton—kilometer is 1.07 to 1.8 kopecks for electric trac- 
tion and 2.76 to 4.14 kopecks for diese! traction. The higher net cost of transport 
in industrial transport (as compared with mainline transport) is basically to be 


34 




















explained by the short shipping distances and correspondingly by the higher propor- 
tion of expenditures associated with starting and finishing operations. 


Electric Traction 


In industrial transport, electric traction is developing more slowly than diesel 
traction, and it has important features as compared with the use of electric trac- 
tion on mainline railroads. The fact ie that the electrification of industrial 
traneport is being done in regions with railroad lines which have already been elec- 
trified or on a base of enterprise electric power engineering, that is, we use the 
substations existing at plants, mines, factories and mainline roads. Traction trans- 
formers for industrial electric locomotives are being installed at integrated sub- 
stations. The contact circuit and electric power supply installations are simpler 
and 5-6 times cheaper than on mainlines. The integrated use of electric power sup- 
ply inetallations to meet enterprise needs and supply traction equipment increases 
electrification effectiveness and yields a large additional netional economic impact. 


At present, series )IKP4, LUKPL, Yel2, Yell, l3Yel, 21Yel, 26Ye2M, VL26 and other d.c. 
electric freight locomotives and YeL2+1V, PE2M and PEl traction units are being oper- 
ated in industrial transport. In addition, DLOOM and D94 a.c. electric locomotives 
and YeL10, OPE1, OFELA, OPELB, OPE2 and other traction units are operating at quar- 
ries. 





In order to operate on nonelectrified sectors, the Yel.2 electric locomotives have 
been equipped with independent power supplies -- diesel generators located right on 
the electric locomotive or on a four-axle drawn platform car, or storage batteries 
installed on a drawn platform car. The YeLl electric locomotives are widely used in 
quarry transport and in plant shipping and siding work. 


New traction units (electric locomotives) with improved traction-operating charac- 
teristics and parameters, standardized, mutually-interchangeable subassemblies and 
basic units (undercarriage, traction engines, electric machines, apparatus and 
others) have recently been put into operation at many quarries. They are modern 

d.c. (PE2M) and a.c. (OPF2, OPEIA and others) vehicles. The OPEL, OPEIA and OPEIB 
traction units have more powerful diesel generator installations which are used re- 
latively briefly only at longwall dead ends, where the sectors are not electrified. 
At haul cute and on the remaining sectors, the units operate as electric locomotives. 
The economic impact of operating these new traction units will be 100 million rubles 
this five-year pertod. 


We began introducing the single-phase a.c. industrial frequency 10-kV electrifica- 
tion system in 1955. Quarry transport electrified using this system was initially 
served by series DIOOM electric locomotives, then by D94's, which ordinarily operate 
using dual traction. Later, we began using traction units for such quarries. As 
was noted, we are currentiy manufacturing a.c. 10-kV OPE], OPE2, OPEIA and OPEI1B 
traction units and PE2M and other d.c. 3-kV traction units. 


The OPE] traction unit consists of an electric locomotive with cab control, a 2,000- 
h.p. independent diesel power supply and a 4l-ton motor dump car. This locomotive 
has good traction features and its powerful both in terms of the traction electric 
engines and in terms of the diesel, which enables it to haul heavy rolling stock con- 
sisting of sidinge with gradients of up to 50 percent or more. 
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The OPE2 traction unit fs a modification of the PE2M; its mechanical portion, body, 
motor dump care and basic electrical equipment have been standardized to a consider- 
able degree. Series OPFLO and OPEIB a.c. 10-kV traction units with one motor dump 
car and with e motor diesel section are being produced using the OPE2 as a base; the 
diesel in the former is |,)00 h.p. and in the second -- 2,000 h.p. The unitized de- 
sign makes these traction unite conven.ent to operate. The OPEIB traction unit, 
with an hourly operating power of 5,460 kW, consists of an electric locomotive with 
cab control, an tndependent power supply section with a 2,000-h.p. diesel and a mo- 
tor dump car. We anticipate using powerful rheostatic and magnetic-rails brakes and 
planned thyristor voltage regulation on the traction engines. Planned power regula- 
tion wil! permit increasing train weight by 7-10 percent and reducing dynamic forces 
and equipment wear. Servicing personnel working conditions have been improved on 
the OPEIB unit: the engineer's cab is electrically heated and has a refrigerator, 
water heater, cab glass electric defroster, radio control system and other equipment. 
Experiments are underway te have the unit serviced by one person. The unit can be 
operated from a loading platform. 


However, the OPEIA and OPEISB units, like the OPEL, are still hard to service and re- 
pair. In this connection, it is appropriate to replace the motor dump car with a 
power-assisted section, since that permits lowering the cost of the units, simplify- 
ing their repair, reducing their length and improving overall reliability. 


Fi.rcther tmprovement in this traction equipment must come along the lines of increas- 
ing the voltage in the contact circuit, increasing the number of motor sections in 
each unit to 4-6 units, using power-assisted sections instead of motor dump cars, 
the extensive use of thyristor regulation and, in the long range, increasing axle 
loads to 35-40 ton-force. These measures will enable us to significantly increase 
the carr) ing capacity of electrified rail transport at quarries from which rock must 
be hauled out from great depths, as well as to reduce shipping net cost. 


In 1977, we finished planning a new d.c. PE3T traction unit. It is equipped with 
thyristor-pulse regulation in the traction and electrical braking modes, which en- 
sures a 20-25 percent improvement in traction and braking performance as compared 
with the Pl2M umit. The diesel section of the PE3T unit's independent power supply 
is fully standardice! with the OPEIB. The econemic impact of introducing each PE3T 
unit is estimeted to be about 130,000 rubles per year. 


The high leve! of subassembly standardization (up to 70 percent) in electric locomo- 
tives and trection unite has made equipment repair easier and cheaper. Many ore 
enrichment, coal and asbestos enterprises have already been equipped with the mo- 
dern traction untts. However, work on developing the maintenance base is being done 
insufficiently quickly and the supply of spare parts is incomplete, which makes it 
more expensive to operate the units and which increases down time for maintenance. 


Experience an! technical-economic calculations associated with the use of electric 
traction in industrial rail transport demonstrate the appropriateness of further 
electrifying tracks with heavy freight traffic, large plants (especially metallur- 
gical oes), mines, open pit mineral quarries and ore enrichment combines. The 
greatest impact from electrification is obtained in regions with harsh climatic 
conditions, such as the Urals, Siberia, the Far East, and the northern and central 
regions of the European portion of the country. 
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Riectrified rail tranaport accounts for a significant portion of the total shipment 
volume of enterprises extracting iron ore, coal, nonferrous metale and building ma- 
terials. Thue upwarde of 40 percent of all bulk freight is shipped by electric 
traction, In quarry traneport, the highest productivity in terme of rock hauled te 
achieved when electric traction tie used, Ase the depth of the operation increases, 
electric locomotives and traction unite have no competition af all. The continuous 
deepening of the quarries, the necessity of reducing arable land and of using haul- 
out trenches with grades of up to 60 percent, ae well as the rise in prices for die- 
eel fuel increase many-fold the economic expediency of replacing steam and diesel 
locomotives with electric locomotives for these types of work. 





Diesel Traction 


The firet diesel locomotives appeared in industrial rail transport in the 1930's. 

jut the extensive introduction of diesel traction began in 1956, as it did on the 
mainline railroade as well. The most widely used diesel locomotives were the 220- 
750<h.p. hydraulic tranemiseion TOK, TOM], TGM3 and TOM4 and the hydraulic 1,200-h.p. 
TOM6, and the |,000- to 1,200-h.p. electric tranamiasion TE], TEM!) and TEM2. Many 
of these locomotives were ineufficiently powerful and did not fully meet the demands 
of industrial transport. Nonetheless, the electric tranemission TEM], TEM2 and TE3 
(single-section) diesel locomotives were convenient to operate and economical, given 
a considerable work volume. 


At present, |! series of the most widely used first-generation diesel locomotives are 
working in industrial rail transport, and deliveries of a number of these series are 
continuing. Diesel locomotives of this generation, with hydromechanical and elec- 
trical tranemissions, have merite and shortcomings of their own. 


The TEM] and TEM2 turned out to be the gost reliable to operate. The diesels in 
these locomotives have a relatively high motor potential and the electrical trans- 
mission sustains long between-repaire periods. The diesels and hydraulic transmis- 
sions of the TGM and TOK diesel locomotives have poorer operating indicators, are 
insufficiently reliable, and often require disassembly between planned repairs. 


In the early 1970's, a diesel locomotive with a hydraulic transmission, the TOM6A, 
was built at the Lyudinovekiy plant. In terms of traction-operating and economic 
qualities, it was the equal of the TEM2 shunting diesel manufactured by the Bryansk 
Machine-Building Plant. Work is underway to create an improved TEM12 diesel equal 

in power to the TGM6A (1,200 h.p.). It has better traction qualities and more favor- 
able power indicators under all operating conditions. 


All industrial diesel locomotives are series produced by domestic diesel locomotive 
plants. The main efforts being made to improve these locomotives consist in bring- 
ing their coupling mass into line with their power, in eliminating the multiplicity 
of series and types of basic subsessemblies, and in using durable, improved diesels 
with a higher motor resource, better efficiency and minimal fuel expenditure at idle. 
Work ie underway to expand the release of electric transmission diesel locomotives 
and to manufacture modifications of several diesel locomotive series for operation 
in environments with explosion and fire hazarde and on sectors where red-hot steel 
ingote and other freight giving off large amounts of heat are shipped. 


In 1977, an All-Union State Standard was developed for "Shunting and Industrial Die- 
sel Locomotives. Types and Basic Parameters." This All-Union State Standard plans 
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several types of industria! diesel locomotives with different capacities for work on 
sidings, in unified syateme and in plant transport, They will be diesel locomotives 
of the more progressive second generation, 


Further diesel locomotive improvement, ae ie the case with electric locomotives, will 
come along the lines of improving power, reliability and durability. Increasing con- 
sideration is being given in the locomotives being developed to the features of the 
technology and organization of industrial transport; technical-operating parameters 
are being improved and energy economy is being improved. The designe for the new 
industrial diesel and electric locomotives reflect the achievements of modern sci- 
ence and engineering, including pulse voltage regulation in traction engines, auto- 
mated systema, reliable radio installations and remote control devices, effective 
braking systems, anti-ekid devices, and others. 


Spheres of Application of Progressive Locomotives 


Electric and diesel traction possess high energy efficiency. For example, the aver- 
age efficiency of fuel use for diesel locomotives remains quite high — 4.5- to six- 
fold higher than for steam locomotives -- even given sharply varying loads and a high 
proportion of partial operating conditions. 


According to calculations made at the Moscow Institute of Rail Transport Engineers 
(MITT) based on teat results for diesel locomotives under operating conditions, the 
efficiency of the TEM] diesel in shunting work in industrial transport is 15-19 per- 
cent (13 to 15.5 percent with consideration of fuel loss in processing and transport), 
and it is '7-20 percent for mixed operation on sidings and PPZ.T. The level of ef- 
ficleney depends on the diesel locomotive series, operating conditions and proced- 
ures, specific fuel expenditure for auxiliary needs, and traction characteristics 
features. For example, the average operational efficiency for TGMl and TGOM3A diesel 
locomotives is 11-13 percent. 


A diese! locomotive ie expected to operate 8,300 hours per year; outfitting, inspec- 
tions and routine maintenance take up an average of 460 hours per year. Under these 
conditions, average diesel fuel expenditures per year per locomotive are 18,500 ru- 
bles, while they were 2-3 times higher for steam locomotives. Annual electric power 
expenditures per industrial electric locomotive average '3,500 rubles, that is, 27 
percent less than the energy expenditures for a diesel locomotive. 


The most important advantage of electric traction is the reduction in expenditures 
on all types of routine and plant maintenance, approximately two-fold less than for 
diese! locomotives. Electric locomotive maintenance is considerably simpler than 
that for diesel locomotives and requires less expenditure of labor. 


Given all the uniqueness of operating electric and diesel locomotive in industrial 
(ransport, determining the economic effectiveness and advantages of their introduc- 
tion has much in common with mainline transport. Thus, given a comparatively small 
volume of work, slow tratfic speeds and train weights and an easy track profile, the 
greatest impact is obtained when diesel locomotives are introduced. As the volume 
grows «.° the consist weight and traffic speeds increase, calculated expenditures 
(iret draw level and then diesel traction becomes less effective and it becomes time 
to replace it with electric. Therefore, delay in replacing diesels with electric lo- 
comotives (contact, contact-battery or diesel-contact) leads to economic losses (as 
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does premature introduction of electric traction). The rates of growth in calcu- 
lated expenditures increases more slowly for electric traction than for diesel lo- 
comptives ae the amount of shipment increases, since the fleet of electric locomo-~- 
tives required ie emaller and expenditures per unit of transport output not depend- 
ent on shipment volume decrease in a larger amount. 


Freight turnover and the magnitude of the governing grade on the freight line in- 
fluence the effectiveness of electric and diesel traction on sidings to a greater 
degree and track length and type of locomotive used influence it to a lesser degree. 
The cost of electric power and diesel fuel hae a substantial influence on the dis- 
tribution of types of traction. Rough calculations show that on tracks with grades 
of up to six per thousand diesel traction is more effective, even with freight turn- 
over of up to 20 million tons per year, and on tracks with grades of 12 per thousand 
~~ given freight turnover of less than 10 million tons per year. Electric traction 
becomes more effective with freight turnover of 10 and four million tons per year, 
reepectively, if siding track power supply installations are serviced using means 

of a mainline railroad adjacent to it or existing enterprise electrified transport. 


At enterprises of many branches of industry, intraplant rail transport has a compa- 
ratively low freight turnover, and rail transport generally participates little in 
the technological processes of production. In this connection, an absolute majority 
of the enterprises have a very emall number of 30- to 70-ton locomotives and short 
lengths of track. Only certain large plants, such as those in metallurgica!. mach- 
ine-building and chemical induetry, have as much as 5-10 km of track per locomotive 
and 20-100 or more locomotives. Therefore, diesel traction is generally more con- 
venient to operate and more economical than electric traction at enterprises of ma- 
chine-building, chemical, power, light and a number of other branches of industry 
for intraplant traneport. 


In conclusion, it should be stressed that the sphere of profitability of electric 
traction in induetrial transport will grow as shipment grows, the efficiency of en- 
ergy resources use at electric power plants increases, electric power becomes less 
expensive, and the deficit in and cost of diesel fuel increase. In turn, the short- 
age and restricted expenditure of diesel fuel in industrial and mainline rail trans- 
port will increase with the continued development of petrochemistry, where it is an 
irreplaceable raw material, and aleo with the growing demand for it in other branches, 
including river and ocean transport, ae well ae agriculture. 


COPYRIGHT: Izdatel'stvo “Transport”, "“Zheleznodorozhnyy transport", 1980 


11052 
cso: 1829 
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RAL LOAD 


PROBLEMS IN USING HBAVIER TRAINS 
Moscow GUDOK in Russian 14 Oct 80 p 2 


(Article by 1. Kokulin, GUDOK correspondent: “When a '10,000-ton’ Train 
Yoves Along"7 


[Yext/ It's Either a Feast or a Famine 


There are railroad workers who, upon learning that the Muscovites, in devel- 
oping a competition for using heavier trains, have run °10,000-ton" trains, 
have begun to pose the following question: do they provide any tangible ad- 
vantages or do they cause harm by disrupting train traffic? Among such read- 
ers of GUDOK is S. Kondrat'yev, a former senior scheduling engineer on the 
railroad's d'vision. He considers that everything should be done ".,..without 
any ‘hurly-burly,' following the usual procedures.” In the opinion of the 
author of this letter, “it is necessary to rigorously adhere to the existing 
train traffic schedule, and then the through capacity of every train section 
will be carried out completely. Add to this the keenness of the dispatcher's 
wits. And then we will searcely need to put through any ‘extra-heavyweight' 
trains. 





if thie were 30 years ago, when those throughput capacities of the sections 
were not exhausted, then the opinions of S. Kondrat'yev could have been ac- 

cep ed as having good grounds, Indeed, why should we strain ourselves if the 
car flow and the number of trains correspond to the ‘threads’ of the schedule? 


fut what if nowadays they do not correspond to each other? What if, for ex- 
ample, there were a sudden increase in the freight flow, and it became neces- 
sary to put through more trains than were on the schedule? Where could we 
put the “extras,” and what ‘keenness of dispatchers’ wits’ could rescue us 
in this case? 


4O matter how you twist and turn, there is only one conclusion: if the 
throughput capacity has been exhausted, it is necessary to increase the car- 
rying capacity for hauling additional cars. 


omotive engineer A. Shevchenko from Smolyaninov is partly in accord with 
S. Kondrat'yev's opinion. He writes as follows: “We, for example, in the 
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sections serviced by ue run trains with three, and sometimes even four, lo- 
comotives--that's because of the grade of the track here. The welght of such 
traing ie critical with regard to the total multiple traction. And when we 
are told that on some section or other a heavyweight’ train has been run 
whose weight has exceeded the norm by 500 or even 1,000 tons, the following 
question asks iteelf willy-nilly: what were they hauling in the other trains, 


air or something’? in general, it turns out that it's elther a feast or a 
famine.’ 


i read this letter and recalled a certain locomotive engineer--a well-known 
expert in the past at running heavyweight trains from the Moscow Classifica- 
tion Depot to the Ryazan Depot. They would usually write about him in the 
newspapers as follows: “In heavyweight trains he carried so-and-so many 
thousand tons of freight above the norm.” I decided to compute how much 
freight he used to carry above the monthly norm. I took the number of trains 
which he ran per month, multiplied them by the weight, and compared this 
with the norms. It turned out that this innovator was not fulfilling his 
monthly assignment because one day he would run a heavyweight train and the 
next day--one which was below the normal weight. 


Nut must it fellow from this that we do not need heavier trains’ No, this 
does not follow, it is the case rather that we need flexibility in our 
operational work, We also need to have variant schedules for differing 
amounts of traffic: if the car flow declines, or running heavier and longer 
express trains takes on a mass character, curtail the number of trains in 
the schedule, and leave the extra locomotives in reserve. Then it will not 
be a case of “elther a feast or a famine,” 


liowever, the conditions which we are talking about were typical of their 

own time. ow on the main routes cars and rolling stock wait for locomotives 
and not the other way around. And heavier and longer trains are al! the 
more necessary. But they are also needed for another important reason. 


For Track Repair 


The condition of the track must not be forgotten. On the Moscow Railroad 

it is getting worse every year. These tracks include many rails which 

are overdue for repairs, and the number of warnings for trains to reduce 
their speeds. But, of course, the capital’s main line is considered one of 
the best. Here, as nowhere else, track workers are accorded “windows” 

for major repairs as needed. But how can they carry out current maintenance, 
if trains follew one another within a few minutes” 


The track fitters can hardly manage to climb up to the roadbed, drive home 
a spike or two, when they aust climb down onto the shoulder, because a 
passenger train or a freight train is approaching. Under such conditions 
it is difficult to work normally and maintain the track in a satisfactory 
condition. 
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The problem coneiste in increasing the intervals between trains by means of 
curtailing thelr numbers, especially during the daytime. This can be done 
only by running heavier and longer trains. 


Let's cite an example, The Rybnoye--l'erovo Section io one of the most dense- 
ly congested in the network. When they began to run "6,000-ton trains” 

here, the number of freight trains dispatched from the Rybnoye Station was 
cut down on an average by 20 units a day. Recently “10,000-ton trains” 

began to be run here as well, Calculations show that if all cars were 
included in runs of this weight, then approximately one train per hour would 
be dispatched from Rybnoye. Thus, time would be freed for track work, And 
the track fitters would be capable of carrying out the necessary operations 
so that the warnings to reduce train traffic speeds could be removed, 





And here te yet another argument of no small importance as to why railroad 
transport needs heavier and longer trains. 


There Would Be No Good Fortune... 


One of the “trump cards” which the opponents of heavier trains put forth 
in the danger of overloading the locomotive. Herein they cite many proofs. 
The main one is that the extra welght of the train leads to an overheating 
of the motor’s armature winding, and it may burn out, But it must not be 
forgotten that the organization of train traffic in the experience of the 
husecovites is called new because it changes its conditions: it must be 
without detours, but at times this is not taken into account. 


recently had oceasion to ride with V.S. Shemakhov, a locomotive engineer 
at the Bryanek-2 Depot. lt came about that at the bryansk-2 Station a train 
was being made up whose weight exceeded the critical norm established for 
that section with regard to train weight by 500 tons. As an experiment, 
however, the locomotive engineer undertook to run it to Sukhinichi. The 
dispatcher gave the green light. 


Juring this trip | kept track of the ampere meter readings and the timc 
during which ¥.3. Shemakhov maintained the motor under the maximum allow- 
ible Joad. Thanks to the skillful actions of this locomotive engineer, 

the amplitude of the current did not exceed the established limits. iiowever, 
Jhemakhov was accused of carrying on “guerrilla warfare” [erandstanding : 
curve, “guerrilla warfare” cannot be allowed or else the entire loco- 
notive poo) would be out of order. Jeither, however, must the new re ,uire- 
mente be left out of consideration. 


i asked i, Artem'eva,the traction calculations group chief of the traffic 


service why the critical norm on the bryansk--Sukhinichi Section had been 
set at 4& 100 tons. 
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"In case the train stops at the olpinskaya Station,” she answered, "\ 
heavier train cannot be taken in here because of the steep upgrade.” 


And so this innovation is being measured by old gages. /Because the Nus- 
covites' experience presupposes precisely traffic without any detours, 

1, @., according to a “thread” of the schedule mandates the provision of 

a green light along the entire section./ fin boldface/ I asked M, Artem'- 
yeva to caloulate the critical weight for a train traveling from Bryansk to 
Sukhinichi without any stops. The result was astonishing. It turned out 
that in this case a locomotive engineer can run a train without any stress 
weighing 5,000 tons, 1. e., 900 tons more than the established amount. And 
A. Shemakhov had taken an excess of only 500 tons. As they say, there would 
be no good fortune without the aid of misfortune. 


inertness Is butting on the Jrakes 


Admittedly, the authors of this innovation themselves did not anticipate the 
effect which was obtained. For, in specifying non-stop movement as a manda- 
tory condition, they were taking their point of departure from the following 
prerequisite: if a heavier or longer train stops at an intermediate station 
and which has short tracks, then it will not “make it.” 


The example involving locomotive engineer V. Shemakov showed what a consi- 
derable reserve there is for increasing the carrying capacity of the sec- 
tions. In this instance non-stop movement allows the ceiling of the criti- 
cal norm to be raised by almost 25 percent. And so, why has it not been in- 
plemented” Inertness is putting on the brakes in this matter. Instead of 
taking advantage of the possibilities which are right at hand, certain trans- 
port chiefs prefer to maintain their old position. 


vut wherever ways are sought to increase hauls creatively, taking local con- 
ditions into account, the experience of the Muscovites is being implemented. 
In the Caucasus, as is well known, the track grade is difficult. B5ut this 
has not stopped the locomotive crew of the Gudermes Vepot on the North Cau- 
casus Railroad. They firstbegan to run doubled-up trains with a single lo- 
comotive, Then they began to combine three sets of rolling stock into one 
weighing 10,000 tons and to run them by means of two diesel locomotives along 
the Gudermes--Astrakhan Section. 


“Granted, at first we had certain difficulties,” 1. Antipenko, a locomotive 
engineer at the Gudermes Depot, writes to the CUDOh editors. “ln certain 
instances it was a matter of weak organization, but, believe me, the course 
that we have adopted is the correct one.” 


Unfortunately, the Muscovites' experience is not being actively intro’ cad 
everywhere. In response to the article "A Genuine Reserve for Toda) 

which was published in GUDOK, V. Volkov, the deputy chief of the Main Traf- 
fic Administration, has written to the editors as follows: “Certain trans- 
port chiefs, and primarily those in the locomotive, car, track maintenance, 
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and electric-power supply sections, have an incorrect understanding of the 
large scope and importance to the state of this problem, and, therefore, 
they sometimes are slow in resolving the organisational and technical ques- 
tions connected with raising the norms for train welghts and lengths. 


When there's slowness here, there's slowness there. Which is to say, that 


this reprimand must also be laid at tne door of the Nain Traffic Adminis- 
tration, 


23% 
JUO1 = 1829 
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RALLROAD 


PROBLEMS IN SENDING SMALL SHIPMENTS 
Moscow KHOZYAYSTVO I PRAVO in Russian No 9, Sep 80 pp 34-39 
(Article by G. Gordin: “The Big Problems of Small Shipments"7 


[Text7 There are many sides to small shipments. As 
recorded in the Rules for Shipping Cargo, small ship- 
ments are those that aie "presented on a single invoice 
for shipment, which do not require an entire railcar 
for shipping." In the Soviet economy it is difficult 
to find an enterprise that is not in some way connect- 
ed with this kind of shipment. But the problem is 

that today small shipments are very costly, both in a 
moral and material sense, not only to the sender and 
recipient but the shipper as well. 





This article is devoted to some of the problems of 
small shipments, which the editors offer to the at- 
tention of their readers. 


Among the problems connected with the shipping of small shipments on 
the railroad, one of the most complicated concerns the returnable pack- 
aging. We shall note that the problem became even more complicated in 
August of last year, when the Ministry of Railways, as they now say, 
ordered that small shipments of multireusable packaging were not to be 
accepted for one-way shipping. A letter that the editors received from 
senior legal adviser G. Pavlov in Rostov-na-Donu attests to the results 
of this order. “At present the question of returning packaging is very 
confused. Stations on the North Caucasus railroad are forbidden to 
accept nonseparable packaging in small shipments for shipping accord- 
ing to certificates written by bases and depots. They are also refus- 
ing to accept the returnable packaging of the North Caucasus regional 
administration of material and technical supply. More and more return- 
able packaging is piling up at consumer depots; the fines are increas- 
ing; and because of the lack of packaging suppliers are not shipping 
product. 


We know that the very same situation exists in other regions of the 
Soviet Union. If this is so, we must clarify the opinion of the other 
side of the story. We have done so. 
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In substantiating his position, the deputy coief of the administration 
for containerized and packaged shipments of the Ministry of the Rail- 
weye, |. Sivayev, informed the editors that: "The ecupply and sales or- 
ganization, in receiving product in carload batches, distribute the pro- 
duct to customero, while refusing to accept returnable packaging from 
them. As a result there is an artificial fragmentation of carload 
batches into emall shipments, which is contrary to the Rules for Ship- 
ping Cargo and which does serious injury to the national economy. Such 
shipments require twice as many railcars and take twice as long to 
reach their intended destination; there are also additional expenses 
for sorting (3.61 rubles per ton) and the shipping cost increases sig- 
nificantly as compared with carload shipments (particularly, milk cars 
- jJ«S5-fold). Ia addition, all along the line additional difficulties 
are created in the operation of the railroads since the packaging that 
is being transported is repeatedly sorted; this requires a large ex- 
penditure of manual labor at a time when there is a limited number of 
cargo handlers, equipment and depot facilities. The repeated trans- 
fers of cargo from one car to another result in wear and tear to the 
cargo,” 


We shall not delude ourselves: the departmental approach, as they say, 
is very much present here. There are few cargo handlers and depot fa- 
cilities. These are very objective reasons, which need not concern the 
elient: he pays for shipping the cargo; the full support of the ship- 
ping process is the business of the railroad. But this is troublesome, 
and carload shipments are simpler and more convenient: the shipper 
loads and the recipient unloads. 


It is important to remember that the Ministry of the Railways" order, 
as i. Sivayev reported, looks like this: “The return of nonseparable 
packaging from cargoes that arrive in carload shipments must be accom- 
plished in the game kind of shipments." Such an order can be called 
an indirect ban rather than a direct ban. All the same it is a ban, 
which is implemented jointly. Sometimes even to one's benefit. 


"For us the problem of shipping returnable packaging is being solved 

in concert with other problems that are connected with small shipments," 
says the first deputy chief of the Central Asian Railroad, Ya. Bakholdin. 
"In connection with this I will announce that for more than two years 

on our railroad small shipments have been shipped only in containers. 
Returnable packaging is still being shipped in carload shipments. Of 
course, we have had to overcome the long existing, very irrational pro- 
cedure, which locks something like this: railcars of paint, glass, 
construction and other materials arrive at republic or oblast supply 
bases. The bases distribute them in small amounts to the customers. 

One customer gets two barrels of cement and another a box of glass. 

At the same time the customers are given ° certificate stating that 

the packaging is to be handed over to the reilroad within a certain 

time pe:itod. Everyone knows what happens then. Leapfrog, confusion 

and congestion at the stations. Based on what is good for business 

and considering state interests, we have established within our rail- 
road a un.fied procedure: packaging is returned to the place where 

the cargo was received. Amd at the base? Yes, to the base. In prac- 
tice when the base hands out cargo it knows that in one or two weeks 
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the returnable packaging will be returned to it. The base will be con- 
cerned about the availability of a railcar or container in plenty of 
time, will collect the packaging and ship it. Was the cargo received 
on the railroad? Present the invoice and they will accept the packag- 
ing without a word,” 


"Purther clarification is needed: the station will accept such packag- 
ing only if it ie in bales,” continues the deputy chief of the freight 
service, V. Ponomarev. "I will explain: everything is somewhat over- 
looked that a box, bottle or barrel were packaging only until they had 
something in them. Without contents packaging is not packaging, but 
cargo! It has to be baled, even if only tied together. But the ship- 
pers of packaging are not keen on this, because it means a lot of bo- 
ther, work and expenses." 


"Still it has to be admitted that the railroad workers are looking for 
ways to solve the problem. tit is another matter whether or not their 
ideas are legal or successful or not? However, one of these ideas has 
@ certain logic to it: packaging (as we shall see later, far from all 
packaging) must be returned to the place where the product was receiv- 
ed, 


Unfortunately, economic processes cannot be regulated with only the use 
of simple logical constructions, particularly since they often conflict 
with practice. In truth, seemingly at first glance logical bans - in- 
direct and direct - did not yield special results, as was discovered. 
And on the North Caucasus Railroad the problem of returnable packaging 
shipments has not been fully solved: some agree with the established 
procedure and others protest. In a word, there is no agreement yet. 
Under the present conditions is agreement possible? 


The conditions, we will say straight out, are far from being defined. Daily 
work from time to time sheds light on some unclear aspect of the problem. 
"le there any logic in returning packaging to a supply and sales organ- 
ization when it is hundreds of kilometers away from the consumer, when 
the railroad station is nearby?", asks the letter of A. Skobelev, who 

is a senior legal adviser of the supply and sales administration of the 
Ul 'yanovsk executive committee. 


The station is nearby. It is as if there is nothing to think about: 
take the packaging to the station and save on shipping. It is possible 
that for one customer this solution is advisable and profitable. But 
if there are hundreds of organizations handing in packaging and they 
all overload the station with small shipments? Probably, in this case 
very little profitability remains. 


"There is no easy solution,” asserts the chief of the USSR State Com- 
mittee for Material and Technical Supply's All-Union Association for 
Packaging Materials, N. Lykov. “There are Special shipping conditions 
and a state standard for each type of packaging. For example, the cus- 
tomer is obliged to return registered packaging to the supplier. There 
is nothing to argue about here. Or a chemical product that has been 
received. The empty barrels must be steamed in special chambers. If 
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one is to observe the principle of the Ministry of the Railways, our or- 
ganizations gauet take care of this. How are they to do this? But juste 
imagine that the cupply and sales organizations go ahead and accept the 
packaging. Between acceptance and shipping there must be an inspection: 
is the packaging broken or smashed? If it is smashed, then it has to 

be put into order. To do this more than a base is needed; it must have 
4 packaging repair plant attached to it! At the same time the proposed 
procedure: ‘packaging materials are to be returned to the place where 
the product was received’ is acceptable for some kinds of packaging that 
does not require cleaning and repair. 


This meane that it is acceptable all the same! Then why can't the cus- 
tomer return even some kinds of packaging to the bases. As concerns 
the packaging repair plants attached to the supply aud sales organiza- 
tions, this is no fantasy! In connection with this assertion we shall 
cite several lines from an official document: "The USSR State Commit- 
tee of Material and Technical Supply and the councils of ministers of 
the union republics are to create within the main acministrations for 
material and technical supply in the union republics and in the terri- 
torial administrations of the RSFSR the appropriate structural subele- 
ments for organizing the repair and processing of returnable wooden 

and cardboard packaging in place.” This is what it says in the decree 
of the USSR Council of Ministers of 15 April 1968, No. 2467, “Concerning 
steps to improve the recycling of packaging in the national economy 

and to increase the production of economical kinds of packaging." The 
decree recognizes the advisability of transferring packaging repair 
plants and lumber enterprises to the authority of the USSR State Com- 
mittee for Material and Technical Supply. And, as we know, presently 
within the system of the material and technical supply organs more than 
500 organizations are now functioning, which manufacture and repair 
wooden and cardboard packaging. At the same time it is apparent that 
less has been done in this direction than is required by the needs of 
the national economy. One of these requirements is that the organiza- 
tion that hands in packaging must be freed from these concerns. This 
hastens the solution of the returnable packaging problem in general. 
This is why the time has come to give some thought to creating a speci- 
al organization, the smooth and result-oriented activity of which, 
would remove this question from the agenda. The problem is so acute 
that it requires immediate solution by the responsible organizations - 
the USSR State Committee for Material and Technical Supply and the Mi- 
mnietry of the Railways. 


As I. Sivayev writes, “The Ministry of the Railways has developed and 
sent to the USSR State Committee for Material and Technical Supply a 
draft joint order on this matter (letter No. 31i2pr of 27 September 
1979); however, the document was not signed.” What kept the proposal 
from being accepted or rejected? An explanation came in a letter that 
was sent to the editors by the deputy chief of the contract and legal 
department of the USSR State Committee for Material and Technical Sup- 
ply, Y . Tikhomirov. This is what the letter says: "The question of 
the procedure for returning multireusable packaging to the manufactur- 
ers, in connection with the introduction by the Ministry of Railways 
of a one way ban on shipping such packaging in small shipments, is now 
being studied by the USSR Gossnab and the Ministry of Railways." 
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"The matter is being studied..." In other words, both organizatiors 


are clarifying the relationships and weighing the situation, while the 
cuetomer, clutching a useless certificate in his hand, has just been 
running from one dependable organization to another, demanding and beg- 
ging them to take the unlucky packaging from him. The reader probably 
notices that the verb "run" was used in the past tense; he, of course, 
knows how the situation has changed. The USSR State Board of Arbitra- 
tion has concluded that the ban imposed by the Ministry of the Railways 
conflicts with the Charter of the railroads and the Statute concerning 
product deliveries, on which basis the USSR Procuracy lodged a protest, 
Ae a result the ban was rescinded. And this is as it should be: if 
the Ministry of the Railways, in imposing the ban, even if it was go- 
verned by the very best intentions, no one had given it the right to 
act unilaterally, in contempt of the law! 


ll the same this turn in events scarcely suits everyone: the situation, 
which has ostensibly cleared up at one location, was even more tense in 
all other locations. One must not forget that even prior to the impo- 
sition of the ban on shipping packaging in small shipments the problem 
was more than acute. Unfortunately, that is how things remain. We will 
not disregard everything that IL. Sivayev wrote in his letter: the ir- 
rational use of railcars, the reduction in the speed of cargo deliver- 
ies, and additional expenditures for their sorting and shipping. 





Following the lifting of the ban the supply and sales organizations ba- 
sically stopped accepting packaging, believing this to be the job of 
the railroad. The railroad in turn did not remain on the hook: in re- 
versing its previous order, the Ministry of the Railways determined that 
returnable packaging is to be accepted by all stations that were open 
{or small shipments, in strict accordance with the procedure called for 
by the Rules for shipping cargo. The rules, by the way, state that 
small shipments are to be made “according to expanded plans submitted 
by the enterprises, organizations and institutions - the shippers of 
cargo - to the railroad divisions 20 days prior to the start of each 
calendar month" (Section |, Paragraph 33). These and other conditions 
- the packing of cargo and ite careful prepartion for shipping and so 
torth = are a more serious hindrance to the customer than the ban that 
was recently in effect. Meanwhile, all of these requirements are scarce- 
ly a new development; they were long ago recorded in the Charter of 
the railroads, in the Rules for shipping cargo, and in other standard 
documents. The customers is not uu’ » observing them and through 
inertia is not at all ready for th '' will straight out that this 
is the railroad's fault, which has uot aid previous attention to the 
vielations. And now when conditions desand it, particularly the most 
acute need to regulate shipments, the railroad is categorically insist- 
ing that standard instructions be followed. And this natural right of 
the railroad is being disputed by the USSR State Committee for Material 
and Technical Supply. Understandably, the Ministry of the Railways is 
protesting. In a word, the correspondence continues and, as before, 
the problem remains unresolved. 











There is the concept of reserves (both materiai and production reserves). 
Moet often this concept is accompanied by a word of explanation "“un- 
used". And the practice of everyone looking for their own unused re- 
serves “in their own house” has come into being. And if one takes a 
broader look? Then one can probably see reserves that are truly untap- 
ped! But there is the indispensable condition - trust and mutual bene- 
fit and the ability to subjugate purely departmental interests to those 
of the state. Only then is there a common desire to find a solution to 

a complicated problem. 


At the Tashkent- freight station there is a large number of gigantic 
double wheels - drums filled with cable. They are waiting to be ship- 
ped to the cable plants. They have been waiting for a long time; and 
no one knows when or where they will be leaving. Basically the problem 
is that only three or four drums fit into a railcar. And there have 
not been nor will be any excess cars; and, apparently there won't be 
any anytime soon. The main problem is that those who are handing in 
their packaging, in contempt of the rules, are not dismantling the 
drums. 





What will happen? There will be fines and then, naturally, regressive 
legal actions. Somewhere the plans for the production and delivery of 
product will be disrupted because of the lack of these very drums. But 
right here next to the Tashkent station, at the Lunacharskj station 
ia the Sredazkabel* Production Association. Can it really be that this 
powerful enterprise does not need drums? 

"We cannot give the drums to the association,” the railroad workers 
said, “the Lunacharskiy station does not accept smali shipments. Per- 
haps they could be shipped by truck, since the drums are not dismantled.” 


When the time comes, the drums will be shipped thousands of kilometers 
from Tashkent, while the packaging will come here from completely dif- 
ferent places. If you evaluate what has happened, what word would you 
choose to describe it? Imertia? Indifference? A lack of economic 
awareness? And to whom do you address the word, to the railroad wor- 
kers alone? 


The chief of the All-Union Association for Packaging Materials, N. 
Lykov, clarified: 


"Our main administration is not required to work with drums. This is 
the first point. Secondly, the reason for the large number of drums 
being at the Tashkent- freight station is apparently that the instruc- 
tions, which were issued by the USSR Ministry of the Electrical Equip- 
ment Industry, were not well thought out and do not ensure the rapid 
return of scarce packaging materials.” 


The deputy chief of the All-Union Production Association Soyuzelektro- 
kabel’, B. Ivanov, objected: 
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"There ia no guch inatruction. We operate on the basis of the Special 
conditions for the delivery of cable, which was approved by the USSK 
State Committee for Material and Technical Supply and the USSR State 
Arbitration Board back in 1971. The appendix contains the inetructions 
concerning the procedure for returning packaging that contained cable, 
The inetructions require the consumers to return the drums to the 
nearest cable plants, which can make use of such kinds of packaging. 

If they are a different kind of drum, there is also a way out: each 
drum is accompanied by a certificate which, as a rule, indicates the 
numbers of the drums and the enterprises that use them. So the custom- 
er himself determines the nearest point where he can return the empty 
packaging.” 


As they say, “everything looks good on paper..." Until it is shipped, 
\t i# a torment! 


"And not just with the railroad”, clarifies the senior legal adviser 

for the Production Association, N. Zhuravlev. “Sometimes our plants 

do not fully provide the utilization numbers for their drums. Let us 
assume that the certificate indicates the cable plant in Perm', but 
forgets to mention Uralkabel’ in Sverdlovsk. . A customer near Sverd- 
lovak senda the packaging to Perm’, hundreds of kilometers further away." 


The Tashkent story in Soyuzelektrokabel' was evaluated in the same way: 
complete slipshodness. And more than likely they were not in error! 
"Sredazkabel' would gladly take the packaging,” said B. Ivanov. "They 
literally take us by the throat, demanding we supply them with drums. 
Of course, we look for some and give them some, but the drums are right 
next door. I think that many troubles occur because the Association 
for Packaging Materials [Soyueglaveara7 does not want to deal in drums. 
We have raised this question more than once = they refuse categorically! 


Let us clarify: according to the statute, this main administration 
does not regulate matters connected with multireusable packaging, includ- 
ing drums filled with electrical cable. 


“The tact that Soyugglavtara does not deal in drums is good,” says N. 
churaviev with conviction. “Perhaps for this reason the situation with 
packaging in our production association is more or less all right. 

tach plant hase packaging shops and every legal office has packaging 
groups. They manage their own responsibilities. In addition, there is 
the material incentive: every year our plants recover 18 to 20 million 
rubles in fines for packaging alone. This money is added to the pro- 
fite of the enterprises! This is extremely advantageous, and, to tell 
the truth, we do not want a change.” 


Four points of view on one question. But how contradictory they are 
even within one organization - an All-Union Production Association! 
Doesn't this explain the long standdown of cable drums at the Tashkent- 
freight station? And also the fact that Soyuzelektrokabel', the rail- 
road and Soyugglavtara have no common desire to solve at last the ques- 
tion of returning valuable cable packaging. 


5] 




















We understand that it is not easy to find the best solution to the 
“packaging problem", It will require time, Still, some steps have to 
be taken in thie direction: this is the only way to reach an intelli- 
gent and mutually advantageous solution. Especially since there are 
some examples of thie. 


The inetructions governing the procedure for handing in, returning and 
using wooden and cardboard packaging require the customer, who receive 
ed spare parts or parte in boxes, to return them to the plant-manufac- 
turer. But how to return? There is the possiblity of collecting such 
boxes during the month for a full railear = and to ship a carload. But 
what happens when an organization does not accumulate this amount during 
a year? The inetructions also cover this, by establishing a three- 
month norm for shipping the boxes by container. 


In following such instructions, the consumer watches over his own in- 
terests and those of the supplier as well as those of the supply and 
sales organizations. It turns out that any measures taken by the sup- 
ply people are effective only when the recipients of the product par- 
ticipate in carrying them out. Otherwise... 


"We have a large oumber of registered containers,” says the chief of 
Soyugeglavtara, N. Lykov, “but half of them are practically not in oper- 


ation. in what manner? Take a look. For example, the USSR Ministry 
of Construction Materials Industry justifiably complains: money, me- 
(a! and time are wasted; containers are manufactured, which the con- 


sumers treat badly. The customers in this case are the construction 
organizations. lt is true that they have their problems: the project 
is behind sechedule, there are no storage facilities and so forth. But 
does this justify the fact that they convert containers and false bot~- 
tows into warehouses, keeping them for six months to a year! They pay 
fines for the delay in good order: is the loss great? It is indeed! 
It is not just the builders who treat registered containers in this 
way. They would return on time - here is your help! 


We shall add: here is another step toward solving the problem, 


"The Gomel'’ Glass Plant imeni Lomonosov supplies window glass. The 
wlass is delivered to the Glavmosstroy bases, from whence it is deliv- 
ered to the construction sites. There was a time when the construction 
sites themselves returned the glass packaging to the plant-manufacturer. 
But the manufacturer demanded that the bases return the bulky boxes in 
large batches. Considering the complexity of such a job and particu- 
larly the small profitability, Soyuzglavtara decides that the boxes 
should not be returned to Gomel', but to send them to the Moscow Pack- 
aging Plant for reprocessing. In place of the returnable packaging 

the Gomel'’ Glass Plant is allocated funds for new lumber. How is that 
for thriftiness! 


As we can see, the supply people are searching and taking steps, which 
they now have within their power. Nonetheless, their position in re- 
gard to i.eturnable packaging has the appearance of an excuse: "We are 








unable to accept it." And there truly are few opportunities for them 
to do eo. In etudying one of the pre-contract arguments, the RSFSR 
State Arbitration Board determined that the Rostoverabsbyt association, 
with which the enterprise where the author of the letter, G. Paviov, 
works hase dealings, services more than 5,200 customers, who receive 
their products in returnable packaging; but the association does not 
have an adequate number of storage facilities, equipment and work force 
to accept it. The situation is no better in other supply and sales or- 
ganizations. 


Does this mean they have the same objective excuses that the railroad 
workers use? And once again it is the customer that pays for thisl 
Why? He has his obligations - to fulfill the plan and manufacture a 
product. Material-technical support is the responsibility of the supply 
workers. What is more the customer has the funds and the freedom to 
hoose funds, while the supply services are far from free. We will not 
iiecues packaging in general; we will agree with the opinion of the 
chief of Soyuzglavtara, that some kinds of packaging are best returned 
to the place where the product was received. But the customer still 
does not have this right! 


Today the receipt of product is immediately complicated by the issuance 
of a certificate, which ostensibly provides the opportunity to ship 
packaging by railroad. We admit that this opportunity is not always 
realistic. In general, what good is this certificate? The receipt of 
the product by itself requires the customer to return the packaging. 
Return! Nothing complicated about it: if the packaging does not need 
cleaning, trepeir or renovation, return it to the place where you got it! 
If this were the way things are... The customer is directly "tied up” 
by various clarifications, which abound in the Special conditions for 
shipping. The word “return” immediately becomes multifaceted and filled 
with various meanings, from which evolve barriers which are ot times in- 
surmountable. One must assume that this is the reason for the existing 
attitudes. 


Let us call things by what they are. Today the supply workers sometimes 
fail to devote the needed attention to the organization of work; they 
do no always make it at all convenient for those for whom the material 
and technical supply organs were created. In such conditions the cus- 
tomers are compelled to do everything they can to avoid returnable pack- 
aging. it is underetood that such attitudes, on the one hand, are il- 
legal; but, on the other hand, they simply interfere with the normal 
activity of the enterprises. In all likelihood, the USSR State Commit- 
tee for Material and Technical Supply, in carrying out the requirements 
of the CPSU Central Committee and USSR Council of Ministers decree “con- 
cerning the improvement of planning and strengthening the influence of 
the economic mechanism upon raising the efficiency and quality of work", 
will undertake steps to ensure that the activity and material base of 
the supply and sales organizations correspond with their complex re- 
sponsibilities. 
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From the Editors 


Of course, not all of the positions and opinions in this article are in- 
disputable; but at the same time it is apparent that the problem that 
has been reised is complex and labor intensive. And if we are to speak 
only of the firet steps, then the railroad workers have quite a bit to 
do, and the supply and sales organizations have even more to do. It is 
now clear that neither the USSR State Committee for Material and Techni- 
cal Supply nor the Ministry of Railways will unilaterally solve the pro- 
blem. The joint, coordinated plans of both organizations are needed; 
and, most important, the joint actions of these responsible organs. But 
what sort of actions and plans are needed? Without doubt, the basic di- 
rections of the forthcoming work are well known to the USSR State Commit- 
tee for Material and Technical Supply and the Ministry of the Railways; 
however, we are convinced that much can be offered by ordinary workers, 
including those among our readers. For it is they = the keepers of the 
economy and the railroad workers - who are most knowledgeable — no mat- 
ter who they are = about the positive experience in this direction and 
about the unresolved and new problems that arise in returning, shipping 
and recycling of multireusable packaging. 


[In invitiog the readers to continue this conversation, the editors hope 
that their opinions, discussions and, of course, specific proposals 
will promote a more rapid and rational solution of this acute and im- 


portant to the national economy problem of returnable packaging. 
COPYRIGHT [zdatel'stvo "Ekonomika", "Khozvaystvo i pravo", 1980 
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TECHNOLOGICAL RESERVE OF IDLE CARS 
Moscow ZHELEZNODOROZHNYY TRANSPORT in Russian No 10, 1980 pp 59-62 


Article by V.A. Kudryavtsev, candidate of technical sciences: 
The Technological Reserve of Idle Care" 


[Text] The arrival of idle care at freight handling roads during a 
twenty-four hour period is characterized, as a rule, by a distinct lack 
of smoothness in operation: more than 65 percent of the cars arrive in 
the last six hours of the period; and during the first six hours of 
the day their influx falle off to 5 percent. The congestion of 

idle cars arriving at 1800 hours distorts the indicators that character- 
ize the work that has been fulfilled, especially the turnover of the 
idle car. This takes place because the idle trains that arrive during 
the last six hours of the day are not, as a rule, loaded during that 
accounting day. As a consequence of this there is a sharp increase in 
the number of idle cars on the railroad at 1800 hours, which are con- 
sidered to be the working park. 


From the accounting data it at first glance appears that the railroad 
has been working with a large park during the 24-hour period, while in 
reality the size of the park was considerably less (Fig.!). For this 
reason the turnover of the car, whichhas been estimated according to 
this “accounting” perk, will be artificially inflated. This circum- 
etance muet be taken into consideration when drawing up technical norms 
for the operation of the reilroads. 





Pig. |i. Key: 


Availability of idle cars 
Accounting 24-hour day 

Park according to accounting 
data 

4. Actual park 
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The i@pact of this factor can be diminished by the creation of a tech- 
nological reserve of idle cars (TRPV). Such @ reserve makes it possi- 
ble for the reilroads to actually maintain the park, including the re- 
serve, because the reserve entry is done two hours prior to the con- 
clusion of the eccounting day. The reduction of the park in this man- 
ner at 1800 houre by transferring a portion of the idle cars to the re- 
serve somewhat compensates for its increase by means of the reinforced 
supply of idle rolling stock in the last six hours of the day. For 
thie reason the railroads are motivated to have as large a TRPV as pos- 
sible, and the Minietry of the Railroads must strive not to tolerate 
surpluses when establishing norms for this reserve. Procedural ques~- 
tions of establishing TRPV norms (or the operational reserve) have been 
examined in several research papers; however, in recent years some of 
their hypotheses have become outdated and the conditions of operation 
have changed significantly. We shall try to formulate the principles, 
which can be based on the methodology of establishing TRPV norms for 
the freight handling railroad on the whole. 


The TRPV was created to increase the steadiness of supplying loading 
railtoads with freight handling resources. The term “freight handling 
resources” will be understood as the number of idle cars that can be 
used on the railroad for loading in a given 24-hour period. 


On a freight handling railroad the formation of freight handling re- 
sources depends upon the following factors, which characterize its 
‘peration ducing «a 24-hour period: unloading (V), receipt of idle cars 
>), aumber of cars out of commission during unloading and not ready 
for loading (3), out of commission idle cars received from other rail- 
roads accordiag to regulated assignment and not ready for loading (\), 
number of idle cars with commercial malfunctions received from other 
railroads according to regulated assignment and not ready for loading 
(kK), and idle cars coming out of repair (#), and also the number of 
idle cars coming from loading preparation points following the elimi- 
nation of commercial malfunctions (“W. These factors represent ran- 
dom values. Devietions are evaluated by the appropriate values of 

the root-mean-square deviation @v, @d, etc. 


If we assume that all of these random vaiues are i 

mot contradict the substance of the process under — te ie ae 
hour value of the freight handling resources (which we shall call A) 

can be expressed as the difference of the sums V, D, E, Zh and B, G and 
K. The mathematical expectation of this value 2. is equal to the alge- 


bra.c gum of the mathematical expectatio 

ns of its elements. With th 
sfipuletion that all technical and commercial malfunctions of the idle 
care that are not ready for loading are eliminated within the Limits of 


the railroad, the value w is estimated a 
s the sum of th 
expenctations of the parafeters VY and D. e mathematical 


Deviations in the 24-hour value of the frei 
as the factors that affect it, 
deviation 


: = handling resources, just 

are characterized by the root-mean-sqauar 

a, which is estimated according to t : . 
. he parameters Oy Oy Op: 
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and so forth. One can then figure that the value @, will correspond 

to the arithmetic sum A‘ of all of the component elements of the 
freight hendling resources V, D, B, G, Ky EB and Zh, The mathematical 
expectation of this sum eqaulse the sum of the mathematical expectations 
of its elements. For their values one can take the average 24-hour va- 
lues of these elements estimated over a sufficiently long period of 
time (month or year), or their planned values. 


For approximate estimates one can determine the root-mean-square devi- 
ation in the value of the freight handling resources depending upon the 
average 24-hour volume of car traffic U according to the graph (Fig. 2), 
which was drawn up on the basis of average net data and available scien- 
tific recommendations. To obtain more precise results, which will re- 
flect the specific nature of all elements of the freight handling re- 
sources, it is necessary to use the root-mean-square values of all de- 
viations, which are established statistically and which are adjusted as 
needed for the forthcoming period. 
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Fig. 2. (Key: 1 = Number of cars; 2 - Thousands of cars. 


The TRPV R must compensate for deviations in the 24-hour formation of 
freight handling resources A in order to ensure smooth 24-hour loading 
operations P. The graph (Fig. 3) depicts a diagram of TRPV operations. 
Sections, which are shown ase diagonal lines, correspond to the with- 
drawel of care from the reserve when there is a shorcage of freight 
handling resources in @ given 24-hour period; sections, indicated by 
vertical lines, correspond to the delayed supply of idle cars into the 
technological reserve when there is a surplus of freight handling re- 
sources. When the average 24-hour value of the freight handling re- 
sources corresponds precisely to the technical loading norm, the to- 
tal areas of the sections with diagonal and vertical lines must be 
equal, when the review period is sufficiently long. 
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Fig. 3. (Key: 1 = Number of cars; 2 =- Number of 24-hour periods.) 


Research carried out at the Leningrad Institute for Engineers of Kail- 
road Transport has shown that 24-hour deviations in the volume of car 
traffic are subject to the normal law of distribution. For this reason 
the probabilities that within a given 24-hour period the value of the 
freight handling resources will not achieve its average value or ex- 
ceed it are also equal and amount to .5 each. 


The TRPV must compensate for the reduction in freight handling resources 
that may occur in the course of several consecutive 24-hour periods. 

For this reason the duration of a possible drop period has a direct im- 
pact on the value R and is also a random value. 


(ts characteristics can be determined in the following manner. Taking 
into consideration that the probability of reducing the value A in a 

ven 24-hour period is less than its average value is equal to .5, 
the probability that the duration of the decrease will be one 24-hour 
period is also .5, i.e. tr, = .5. For the period of decrease to be two 
24-hour periods it is necéssary to reduce the freight handling resources 
in two consecutive 24-hour periods. The probability of this happening 
is r, #.5k On the basis of this data one can compile the progression 
of afstribution and estimate the characteristics of the random value 
kK. According to the data in Table | we find that the mathematical ex- 
pectation of the duretion of the periog k will equal 1.994 24-hour pe- 
riods, the dispersion is 5.894 (1.994)"= 1.918, and the root-mean- 
square teviation is 1|.3865 24-hour periods. 


(f we take the estimated period of reduction in freight handling re- 
sources to be k_ = t, + 1.5 k®#4 24-hour periods, then the probability 
chat the value &¢ en} period of reduction will not exceed k. equals 
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‘938. The rather high level of reliability Kk. (.938) that is obtained 


demonstrates that if the technological reserve of idle cars can compen- 
gate for the reduction in freight handling resources on the railroad 
Over @ four 24-hour period, then this can ensure a consistent compen- 
gation for the fall-off in freight handling resources in general. 























k2 
° r r * rk 
—SEEEEEee Ne ESE Eee 
’ 0, 0, 600 0,600 
on rn 
; ) he] ge) be 
6 0.016 0,096 0.576 
? 0'008 0' 056 0392 
. 0.004 0.032 0.256 
° 0'002 0.018 0.162 
10 0.001 0.010 0.100 
Total 1,000 1,904 6.894 
Table 1 


[he average number of periods of reduction in freight handling resources 
‘with different time periods), which may occur during a month 8,» can 


be determined by multiplying the number of all possible 24-hour periods 
k (ny), which can be recorded in the course of a month (30 days), by 
the “probabilities of the reduction in freight handling resources ry 


that correspond to these periods. The calculation of the values S$, are 


cited in Table 2, which demonstrates that a four 24-hour period reduc- 
tion in freight handling resources can occur |.7 times per month on 
the average, and a five or six 24-hour reduction may occur less than 


once a month. The shorter periods are included in the longer ones, 
Thus, a three 24-hour period includes two 48-hour or three 24-hour pe- 
riods. In this manner, the calculations that were made confirm the 


correctness of standardizing the technological reserve of idle cars 
based on the estimated period of reduction in freight handling resources, 


which comprise four 24-hour periods. 


























. Ry my Sy 
! 0,500 30 15.00 
? 0.2760 29 7.25 
5 0.125 *2 3.59 
‘ 0,063 27 1.70 
5 0.031 26 0.80 
‘ 0.016 25 0.40 
Table 2 
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The range of values in the reduction of freight handling resources of 
from 0 to 30, was divided into 15 integrals to determine the average 


value of the reduction in freight handling resources. A corresponding 
probability was estimated for each of them. The estimates demonstrated 
that the mathematical expectation (average value) of the reduction F 


is .7898. Then based upon the established vaiue of the estimated pe- 
riod of the reduction in freight handling resources lasting four con- 
secutive 24-hour periods to standardize the technological reserve of 
idle care the value R, which equals 4m @A«# 4 X .7898 A= 3.16CA, 
can be estimated as 307A, . 


The steadier the formation of ght handling resources, the less 

need there is for the TRPV. the reserve is replenished by excess idle 

care, which come into existence during the surplus formation of freight 
handling resources. The system for managing freight handling resources 
must ensure their minimal 24-hour period deviations, i.e., the maximum 

possible reduction in the value OA, 


Neviations are possible when fulfilling loading plans on the railroads. 
[The amount of deviation has a direct impact upon the value of the TRPV. 
Thus, for example, if one permits a deviation in the 24-hour period 
loading of the railroad from its average 24-hour level in the range of 
+ JOa, it is obvious that in these conditions the technological re- 
serve is not needed, for KR = UW. As the Limits of these deviations de- 


rease + A the value of the TRPV increases. 


determine the nature of this relationship and its influence upon 
the norm of the TRPV it is necessary to perform a statistical modeling 
of the 24-hour value of the freight handling resources over a large 
spean of time. Analysis of the obtained data has demonstrated that in 
the course of a month there may be a surplus of freight handling re- 
sources during their 24-hour formation in relation to the average le- 


vel ot the value and their shortage during a 24-hour reduction of 
freight handling resources as opposed to the average level that is less 
than & . The shortage of freight handling resources, which occurs dur- 


ing individual 24-hour periods, can be partially made up by the sur- 
plue that built up during the preceding 24-hour period. When there is 
no surplus or when the surplus is being used, a portion of the freight 
handling resources that are short can in a given month be unreplenished. 


fhe obtained data have made it possible to establish a dependency 

of the monthly unreplenished shortage of freight handling resources, 
which has been referred to the value OA, -r from the accepted permis- 
sible loading deviation from the average 24-hour period level, which 

is also referred to the value GOA, —A, which reflects the needed amount 
of TRPV (Fig. 4). in this regard the level of reliability was greater 
than 9 


The dependency demonstrates that if one could maintain the 24-hour 
loading of the railroad in strict accordance with its average 24-hour 
value (4 «= 0), a large TRPV would be needed: R= r@A= 10.504. As 








O increases from 0 to .6 there is a sharp reduction in the value of the 
TRPV. As @ increases further the reduction in the TRPV takes place more 
slowly. Nonetheless, even when @ = |.5 the value of the TRPV is nearly 
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Fig. 4 


The value O= .5 corresponds to the established standard value r = 3, 
Therefore the TRPV norm, which is estimated as 3@A, will ensure a 
steady loading with deviations in its 24-hour values in relation to the 
average 24-hour value within the limits of .5@A. This norm takes in- 
to consideration the deviation in the 24-hour values of loading within 
the limits of 3.5 to 7 percent for the average network conditions. 


Thus, the results of the statistical modeling confirm the correctness 
of the proposed method for standardizing the value of the TRPV. 


Let us study an example. The planned equipment norm for unloading gon- 
dola cars on the railroad is 2° 3,000 cars, loading is ., *» 5,000 


cars per 24-hour period, the average 24-hour norm for the receipt of 
idle gondola cars is m, = 2,000. Based on the analysis of data for 

the past period it is established that the idle rolling stock, which 
has been freed from unloading, will contain on the average 5 percent 

of the cars that are out of commission and unsuitable for loading. 

The idle cars received from other railroads will comprise on the ave- 
rage 15 percent of such cars and 10 percent of the cars that are not 
suitable for loading becuase of commercial malfunctions. In accordance 
with this 1. -O5 X 3,000 = 150 cars; °. = .15 X 2,000 = 300 cars; 

oo * -10 X 2,000 = 200 cars; a = + a, = 150 + 300 = 450 cars; 


®h°* 7 = 200 cars. 
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An estimate of the TRPV norm as one of the indicators for the techni- 
cal standardization for the given conditions is done as follows. The 
totel volume of car traffic is estimated 

a"=% *% * & ° @, a, ¢ 8, +8, = 3,000 + 2,000 + 150 
+ 300 + 200 + 450 + 200 = 6,300 cars. 


The valueO A is determined (by processing observation data and estimat- 
ing the root-mean-square value or according to the graph in Fig. 2). 

In this case according to the graph we determine OA = 500 cars. We 
established the TRPV norm: R = 3@A = 3 X 500 « 1,500 cars. 


In this case the permitted deviations in the 24-hour values of loading 
will be within the limits of .5@A = .5 KX 500 = 250 cars, or 5 percent. 


[f all idle cars that were unloaded and received from other cailroad 
lines were in working order in both a technical and commercial sense, 
then m =a «© m = a *m, * O, then ma’, =m = m, = 3,000 = 2,000 = 
5,000 Bore 8 and" Oa § 436 cars, and the TRPV norm would be R = 3 X 
450 = 1,350 cars, i.e., 150 cars less. 

In this manner the TRPV norm for the entire railroad when standardiz- 
ing the mayvimum permissible amounts of loading deviations depends upon 
the quality of the operational work in supplying the railroad with 
freight handling resources and the quality of the freight handling re- 
gOurces, i.e., the percentage of cars that are out of commission in a 
technical and commercial sense. 


The quality of the operation work in supplying the railroad with freight 
handling resources is characterized by the degree of stability in un- 
loading and dispatching idle cars and is quantitatively reflected in 

the indicators C . and O.. The value is established on the basis of 


processing statistical data and can be planned by taking into consid- 
eration the corrective coefficients. 


The quality of freight handling resources is characterized by the indi- 
cators — o Set Oe Oy? the value of which is established in a simi- 


lar manner. The generalized characterization of these factors can be 
found in the indicator — Improving the system for managing freight 


handling resources, reducing the percentage of cars that are out of 
commission in a commercial and technical sense results in a decrease 
in the value of this indicator, i.e., a rise in the level of stability 


in the formation of freight handling resources and a reduction in the 
size of the TRPV. 


The maximum permissible sizes of loading deviations during periods of 
an increase and decline in freight handling resources 4 depend, on the 
one haod, upon the volume of mandatory loading and, on the other hand, 
upon the possibilities to make up permitted undershipments on the rail- 
road (capacities of loading and unloading fronts, the floor space of 

















warehouses, etc.). Strengthening the freight handling management of 
the railroad and developing loading and unloading fronts also ensure a 
reduction in the TRPV norm by increasing the permissible value of the 
sizes of loading deviations. 


Several considerations should be noted concerning the procedure for us- 
ing the technological reserve of idle cars, Existing rules make it pos- 
sible to use the TRPV almost as a working park, while formally transfer- 
ring these cars to the non-working park at the end of the accounting 
24-hour period. For this reason the railroad really has a working park 
of idle cars, which differ from that which is accounted for. As a re- 
sult there is distortion in the indicators for the use of an idle car, 
which complicates the analysis of the operational work. In addition, 


the railroads are not motivated to reduce the size of the reserve. On 
the contrary, they try to make the reserve as large as possible. In 
this manner the existing procedure for using the TRPV does not stimu- 
late improving the quality of the use of rolling stock. 


Since the technological reserve of idle cars is intended to compensate 
for the 24-hour irregularity in the formetion of freight handling re- 
sources, it would be expedient to consider a car in the non-working park 
only when it has been in the reserve no less than one 24-hour period. 
However, this procedure somewhat worsens maneurverability of the rail- 
road in using freight handling resources and diminishes the sphere for 
uSing the technological reserve. 


fo improve the use of rolling stock it is advisable to include the 
TRPV in the working park of idle cars, while considering this increase 
in the park as a standard value intended to eliminate 24-hour irregu- 
larity. In accordance with this one must also standardize the monthly 
technical assignments for the park and railcar turnover. In spite of 
a slight reduction in the indicators for using idle cars, they will re- 
flect the actual situation, which will improve the opportunities for 
analyzing the operational work and for developing effective regulatory 
measures. Meanwhile, the railroads, in struggling to reduce the work- 
ing park and to speed up the turnover of cars, will strive to reduce 
the reserve that is included in the working park. 


COPYRIGHT: $egetet 'etve “Transport”, “Zheleznodorozhnyy transport", 


8927 
cso: 1829 


63 











RAILROAD 


NeW BAM PASSENCER THAPPIC--Passenger train traffic has been inaugurated on 
the West Section of the BAM from the Lena to the Kunerma Station, which is 
located at the 262nd kilometer of the main line, in the foothills of the 

3aykal Mountain "ange. [text/ {Moscow EXONOMICHESKAYA GAZETA in Russian 

No 39, Sep 80 p 27 230% 


- 


TOMOTIVE REPAIN PLANS--D. Zotov, Chief of the Transport Department, USSR 
Cosplan, responds as follows to the article “Where Should Locomotives be 
‘Treated'?” (EKONOMICHESKAYA GAZETA No 29) fin italics/: At the request of 
the Ministry of Railways, the Promtransniiproyekt Institute of USSR Cosstroy 
has been entrusted with the assignment of developing in 1981, along with the 
participation of the ministries and departments concerned, a schematic plan 
for the development and placement of an inter-sectorial production center 

f repairing the rolling stock of industrial railroad transport. This will 
permit us to regularize the organization of plant repair of cars and indus- 
_rial-type locomotives, as well as diesel engines and spare parts for them. 


[text/ {Moscow EKONOMICHESKAYA GAZETA in itussian No 39, Sep 80 p 9/ 234 
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OCEAN AND KIVER 


LARGER PASSENGER FLEET NEEDED FOR THE UKRATNE 
Kiev RABOCHAYA GAZETA in Russian 14 Oct 80 p 2 


lLArticle by M, Garagulyachief of the rayon administration of passenger ‘ransport of 
the Dnepropetrovsk river port, entitled: "Comfortably on All Ships". ] 


[Text ] The river fleet wants to carry passengers. There are possibilities 
for a model organization of the operation of this transport. It is 
necessary only to deal with us wisely. 


the small tonnage ships of our Dnepropetrovsk river port serve passengers on a 
relatively short route - 48 kilometers down river to the Orel canal that is at 
Samar, and 24 kilometers up river to Dubovaya Roshcha. The water area under our 
jurisdiction is not large. However, the problems worrying us are common to many 
ports in the basin, 


the popularity of river transport is growing. Passengers want to travel on ships 
in comfort. Who, at the peak hours, likes to get to their rest or home in a crush? 
A passenger capacity of 150 persons per ship already is unsuitable. Small tonnage 
ships of the "Kazbek" type are needed on which each of 350 passengers will have an 
individual seat, 


We have spoken about this more than once. Such ships are being built in the re- 
public. The planners and suppliers of the Main Administration of the River Fleet 

in the Council of Ministers of the Ukrainian SSR certified that there will be a 
modern fleet for us. But, the navigation season is ending and there are no replace- 
ment ships. 


We think that the inventory of ships in the fleet needs to be enlarged without 
lelays. It is advisable that planners together with suppliers organize a study of 
the demand. Workers on this study should know not only to whom, but how many and 
what ships are necessary. They are obligated to guarantee the delivery of new 
equipment to Dneper basin carriers. 


Unfortunately, the number of cases of the transportation of passengers without 
tickets has not been reduced. Of course, free-loaders occasionally are punished. 
But, is it really better to take care of all of them? Let us think seriously about 
the prevention of free-loaders. For this, in my opinion, it would be necessary to 
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activate inspection departments. Inspections, as is known, have not only a moni~ 
toring, but also an educational character. They must begin with a breakthrough in 
the willingness of the whole personnel staff of the Ships to serve the passengers 
of the viver fleet of the republic irreproachably. 


[Comment on above article apparently by the editors of RABOCHAYA GAZETA ] 
To the Department of Construction, Transport, and Urban Economy! 


the "Think and Decide!" division pays constant attention to the problems of the 
organization of passenger service in transport. We already have written about the 
improvement of the efficiency of passenger service and the elimination of viola- 
tions in the sale of tickets in aviation ("The Empty Seat" - 15 July this year) and 
on railroads ("Tickets Please” - 6 August this year). M. Garagulya, today,raises 
serious questions. 


On the Dnieper basin, the roadstead tea» of Rabochaya Gazeta, the transport militia 
lepartment of the Ministry of Internal Affairs of the Ukrainian SSR, and the OBKNSS 
[The Department for the Struggle Against Embezzlement of Socialist Property and 
Profiteering] have verified the observation of laws governing the transport of 
passengers and commerce on fast ships in the ports of Dnepropetrovsk, Zaporozh'ye, 
Kherson, and Odessa, 
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OCEAN AND RIVER 


REPAIR OF A BULK TANKER: DOCUMENTS AND COMMENTARY 
Moscow MORSKOY FLOT in Russian No 10, 1980 pp 34-35 
[Article by Special Correspondent V. Merem'yanin: “History of One Repair Job") 


[Text] According to the repair schedule approved by the "Yuzghflot" Association 
(GKHO), the bulk tanker "Marshal Rokossovskiy" of the Novorossiysk Steamship Line 
was to have tied up at a berth at the Il'ichevsk Ship-Repair Yard imeni 50th 
Anniversary of the USSR on 1 June 1980. 


From data on the vessel the bulk tanker "Marshal Rokossovskiy" of the Novorossiysk 
Steamship Line was built in 1976 at the Shipyard imeni Paris Commune in Gdynia 
(Poland). It hae a length of 244.5 meters, a width of 38.7 meters, and a height 
of 22 meters, its dead weight is 105,000 tons, and it has a crew of 43 (while in 
operation) and of 3) (while under repair). 


During the second half of March the question was discussed about the possibility 
of the bulk tanker taking on a cargo of grain in Canada. Following its unloading, 
the ship was to be ready to be placed under repair on 15 June. However, after a 
delay, the Il'ichevek Ship-Repair Yard changed ite mind and indicated its readi- 
ness to take on the bulk tanker as of 1 June 1980. In view of thie circumstance, 
the bulk tanker was assigned to carry a cargo of oil. This subsequently compli- 
cated ite preparation for repairs, it is true, but the schedule set by the yard 
and other echelons of the USSR Ministry of the Maritime Fleet required that pre- 
cisely this echedule be followed. 


From a radiotelegram of 26 May 1980 addressed to Il'ichevsk, to Port Captain 
Khlebnikov, to Meshkov of the Administration for Maritime Transportation and Move- 
ment, and to [director] Rogulin of the ship-repair yard; to Novorossiysk and group 
dispatcher Korolev: We will arrive at the Il'ichevsk Roadstead at 1300 hours on 
26 May 1980. For a more rapid preparation for repairs, it is necessary that we 
complete the washing out of our tanks and that we follow this with the pouring off 
of this wash water. For this purpose, the tanker “Grodno” will arrive alongside 
on 27 May to take off this wash water. In view of the unfavorable weather, we re- 
quest that you see to the carrying out of this operation at either an internal 
roadstead or at a pier, that is, if it turns out to be impossible to transfer this 
wash water to the "Grodno." Signed: Captain [V.] Vaverov. 
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The weather turned out to be excellent. The wash water was transferred off to 
the Novorosetysk tanker "Grodno" and the crew of the "Marshal Rokossovekiy" in- 
vited aboard the commission of the ship-repair yard, 


Extract from the formal document on the decontamination of the vessel: We hereby 
confirm, thie to Captain Vaverov on 29 May in the Port of Il'ichevek, that the 
amount of gae in the air does not exceed 0.3 mg to 1. The ship is fully decon- 
taminated and ready for repairs at the Il'ichevek Ship-Repair Yard, Signed: 
Senior Firet Mate L. Pozolotin, Senior Mechanic V. Drugalya, Second Mate Yu. 
Demidenko, and Fourth Mechanic V. Nenashev. 


A commiseion from the ship-repair yard arrived aboard the ship, which was spend- 
ing ite second day in the roadstead. 


Extract from the formal document on the acceptance of the ship for repairs, this 
dated 30 May 1980: 1. Tanke 2A (starboard side) and 3A (starboard and port side) 
have not been decontaminated. 2. The engine room still has a residue of frozen 
water in it. The water te to be removed and the area wiped dry. Frozen water 
residue is to be removed from engine room reserve tanks and the tanks wiped dry. 
Following fulfillment of these inatructions, the areas are to be shown to the com- 
mission once again. Signed: Foreman Istomin of the Il'ichevek ship-repair yard 
and Deputy Chief Bilyk of the Militarized Guard Detachment. 


The crew heeded the comments of the commission and began the elimination, as they 
say, of “the shortcomings noted." This work was completed within 5 days. 


from a telephone message of 3 June 1980 addressed to Il'ichevsk and to Ship-Repair 
Yard Director Rogulin and to Meshkov of the Administration for Maritime Trans- 
portation and Movement. Request that you send aboard ship, this at 1200 hours on 
» June 1980, a commission composed of ship-repair yard representatives, a fire 
inepector, a chemical laboratory technician and other people necessary for accep- 
tance of the vessel for repairs. Signed: Captain Vaverov. 


Neither an oral or a written reply to this telephone message was ever made. RKe- 
peatedly, the captain used his radiotelephone to request a reply to his message 
from the ship-repair yard dispatcher. “There is no place to pur you," one of the 
duty dispatchers said. 


Actually, there was no berth available for the bulk tanker “Marshal Rokossovskiy.' 
Standing in the drydock designated for it was a vessel belonging to another gov- 
ernment department, a ship which had been given to the Il'ichevsk Ship-Repair Yard 
to repair on the basis of instructions from the USSR Ministry of the Maritime 
Fleet. The ship being repaired was an important one. It was thought that this 
vessel would leave the drydock and set off for sea on 1 June 1980. This was why 
the ship-repair people did not allow the “Marshal Rokossovskiy" to take on grain 
in Canada and thus be tardy in arriving at Il ‘ichevsk by 15 June. 


No on had bothered to look ahead and to determine precisely the time the other 
ship would be under repair. It finally left for sea 20 days after the repair 
period set for it. Evidently, this was the explanation for all of the red tape 
and deley connected with placing the bulk tanker under repair. 
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On ? June, the "Marshal Rokossovekiy" was hauled by the stern into a pier at the 
ship-repair yard. On 7 and 8 June, [captain] V. Vaverov requested the yard to 
send a commission on board to accept the vessel for repair. The commission never 
showed up. On 9 June, Foreman Istomin came on board. He stated that the com 
mission would get there on 10 June but would not reply to the question as to why 
it had failed to come sooner.... 


Extract from the “Regulations on the Repair of Vessels at Yards of the USSR Minis- 
try of the Maritime Fleet," Paragraph 4, Section 8. Upon conclusion of work con- 
nected with preparation of the vessel for repair, the ship te then turned over to 
the yard. When the ship ie ready for repair and on the day it arrives at the 
yard, representatives of the yard together with representatives of the customer 
are to eign a formal document in accordance with Appendix 10. The date this docu- 
ment on the acceptance of the ship for repair is signed is to be considered the 
beginning of ship repairs. In the event that, in the course of its inspection, 
the vessel is found to be unready for the beginning of repair work, a note to this 
effect must be placed in the concluding portion of the formel document. The ship's 
captain is then obliged, following fulfillment of the commission's requirements, 
to offer the vessel up for inspection a second time. If this is done, the ship is 
to be considered as having been accepted for repair in accordance with the formal 
document. 


This directive of the USSR Ministry of the Maritime Fleet is understandable and 
absolutely clear. It was supposed to be binding on the actions of both the admin- 
istrators of the bulk tanker and the representative of the Novorossiysk Ship-Repair 
Yard in Il'‘ichevek, N. Moshko. 


An extract from the minutes of gas analysis No 96, dated 9 June 1980, made on 
board the motor ship "Marshal Rokossovekiy"...the concentration of petroleum prod- 
uct fumes in the air (0.1 mg to 1) is within acceptable norms. Signed by a labo- 
ratory worker (the signature cannot be made out). 


The ship-repair yard commission came aboard ship not on 10 June, as the foreman 
had etated, but 1 day later. No one considered it necessary to explain the reason 
for the tardiness. 


An extract from the document on the acceptance of the ship for repairs, dated 

ll June 1980.... The motor ship "Marshal Rokossovskiy" is to be considered as hav- 
ing been accepted for repairs by the Il‘ichevsk Ship-Repair Yard as of 7 June 1980. 
Signed: N. Moshko, representing the Novorossiysk Steamship Line, Captain V. 
Vaverov, Senior Mechanic V. Drugalya, and Foreman V. Gudkov, representative of the 
il‘ichevek Ship-Repair Yard. 


With this, one might figure that everything had been complied with. However, the 
history of the repair job continues, inasmuch as the formal acceptance did not 
become the official document but lies there on the desk of the captain, a useless 
piece of paper. Repair yard representative V. Gudkov, without any explanation, 
refused to sign the document. Not until 1720 hours on 13 June 1980, during a 
phone conversation with the captain, did he explain that “I will not sign the 
document. The ehip will be accepted for repairs after it has been placed in dry- 
dock.” 


69 








A copy of Letter No 31/299 of 16 June 1960, addressed to Captain V. K. Vaverov of 
the motor ship “Marehal Rokossovekiy" and to N. V. Moshko, representative of the 
Novorosstyek Steamship Line. With this letter | am informing you that the "Mar- 
shal Rokossovekiy” will be accepted for repair by the Il'ichevsk Yard the moment 
that the vessel ie placed in drydock. This ts due to the fact that all repaire 
and attendant work on the ship can only be done in drydock. Signed: V. Prokushev, 
Acting Chief Engineer of the Il'ichevek Ship-Repair Yard. 


It te fully understandable why such a letter did not satisfy the customer and the 
ship's administration. The correspondence which resulted seemed to snowball. Re- 
cipiente of letters in Il'ichevak, Odessa, Novorossiysk and Moscow read letters 
and telegrams and made long-distance calls. Dozens of responsible workers of our 
branch of tndustry were drawn into this correspondence and these phone conversa-~ 
tions. 


An extract from a radiogram of 17 June 1980 addressed to Moscow and Chief Engineer 
Merzlov of the "Yuzhflot" Association and to Novorossiysk and Chief Engineer 
Kryshtyn of the Novorossiysk Steamship Line. “A second commission did not come 
aboard ship until 10 June. Its members did not put forth any comments which might 
have mitigated against the acceptance of the ship for repair. But the formal docu- 
ment on the acceptance of the ship for repairs has yet to be signed. The ship- 
repair yard ia not even thinking of signing it until the ship is placed in dry- 
dock, which will net be vacated until 20 June. In view of the fact that the 
Li'ichevek Ship-Repair Yard has failed to fulfill paragraph 4, section 8 of the 
“Regulations on the Repair of Vessels at Yards of the USSR Ministry of the Mari- 
time Fleet” and has failed to send a commission on board in time, the ship is to 
be considered as having been accepted for repairs as of the time a second conclu- 
sion of the commission was made, i.e., as of 1200 hours on 5 June 1980. Signed: 
Captain Vaverov.” 


A long silence followed. There was no word from the ship-repair yard or the ship- 
repair yard service of the Black Sea Steamship Line, nor from the "Yuzhflot" Asso- 
ciation. It was not until 27 June 1980 that the “Marshal Rokossovskiy" was placed 
in drydock and repaire begun. By not having signed the official document on the 
acceptance of the vessel for repair, the administrative board of the ship-repair 
yard left the ship's command without any legal rights, whether or not it had so 
intended. The bulk tanker's representatives had no right to demand that this or 
that work be done; they could only request it. Such a situation favors the ship- 
repair yard. In fulfilling individual requests made by the ship, the yard improves 
ita over-all production-finance indicators. The yard thinks only in terms of 
whether or not the repair order was completed on schedule or ahead of time. From 
this stem its moral and material stimuli. 


The ship-repair yard did not want to accept the responsibility for the l-month 
nonproductive layover of the large-tonnage bulk tanker. Having adopted this paro- 
chial attitude, it did everything in ite power to get in touch with all echelons 
and to assure everyone that it had nothing to do with the delay connected with 
placing the ship under repair. The yard's main trump consisted of ill-fated ob- 
jective factors. The party guilty of this delay was never named. It goes without 
saying that the loss in profits incurred as a result of the ehip's idleness should 
be borne by the Novorossiysk Steamship Line. That is what did happen. 








A vadiogram from Moscow, No YUF 13/1153, dated 8 July 1980 addressed to: 
Li'ichevek, to Director Rogulin of the ship-repair yard, to Captain Vaverov of 
the "Marehal Rokossovekiy"; Odessa, to Chief Engineer Bondarev of the Black Sea 
Steamship Line; and to Novorossiysk, to Chief Engineer Kryshtyn of the Novorose-~ 
eiyek Steamship Line. In connection with circumstances which had nothing to do 
with the ehip-repair yard and which were caused by the unplanned drydocking (at 
the inetruction of the USSR Ministry of the Maritime Fleet) of a vessel belong- 
ing to another customer, you are to sign the formal document on the acceptance 

of the "Marehal Rokossovekiy" for repaire the moment the ship is placed into dry- 
dock. Signed: Chief Engineer Merzlov of the “Yuzhflot" Association. 


Let us sum up the results. A circumstance developed at the ship-repair yard over 
which the yard had no control. Director A. Rogulin told our “Morskoy Flot" cor- 
respondent that the yard was carrying out the instructions of a higher organiza- 
tion and wae not responsible for the tanker's standing idle. Chief V. Zubritsekiy 
of the Black Sea Steamship Line Ship-Repair Yard Service was equally as cate- 

gorical in his reply: "Yes, it is true that the bulk tanker was idle for an en- 
tire month. But this is not a typical case. No one is responsible for it." 


But that is not so. A l-month demurrage of a large-tonnage vesse! is testimony 
to the lack of organization of people responsible for its repair, to their lack 
of flexibility in the analysis of the situation which developed, to poor manage- 
ment. 


Not a word need be said as to the “typicalness” of the event. We only hope that 
even non-typical instances of ship demurrage will be rare exceptions in the work 
practice of our ship-repair people. 


This history of the repair of the bulk tanker "Marshal Rokossovskiy" will, we 
hope, cause our ship-repair workers to give some thought to shortcomings in their 
style of work and to do away with situations in which we can clearly see loss of 
profits to the state resulting and in which we only vaguely see the faces of those 
guilty of thie lack of management. 


COPYRIGHT: "“Morskoy Flot", 1980 
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OCEAN AND RIVER 


DELAYS iN HANDLING GRAIN SHIPMENTS 
Moscow VOUNYY TRANSPORT in Russian 9 Oct 80 p 2 
[From an article by V. Lisakov entitled: ‘Grain and the River") 


(Excerpt! In the 1980 grain hauling season, many of these problems were revealed 
and were aggravated in the extreme. It is evident, after all, that the fleet 
neither has available the ships which should be powerful, fast, maneuverable and 
capactous, nor as many of them as it could put on the delivery of grain; and that 
it will continue to operate as today at reduced capacity because the shore is not 
prepared to service it quickly. The practical situation is that the productivity 
of the piers of clientele in loading grain is twice as high as in unloading. That 
is the way it is on the Volga, the Don, the Upper Irtysh, and the Ural rivers. On 
ihe Dneper, the contrast is still more striking. As a resulc, the protitableness 
leet operations in hauling grain is in doubt. Let us note the most economical 

form of transport. At one stroke, 5,000 tons of grain are loaded into the holds 

a “Volga-Don” type ship. Surely the capabilities of this remarkable ship must 
be used widely. “Wisely” means--for the state. There can be no other interpreta- 
tion. All this we understand, and we are prepared to demonstrate with numbers our 
position on the cost of an hour of idleness of such a ship. Toward the end of the 
novigating season so many idle hours accumulate that it is time to ponder if our 
zeal about the interests of the state have not become idle conversation. Fleet 
idle time at clients’ piers is becoming more and more backed up. This will con- 
tinue as long as the crews who bring modern motorships into an unloading port are 
met by yesterday; that is, by obsclete equipment and unproductive technology. 


the current navigation season reminded us sharply of another of our troubles; 
namely, the disagreement and disunity in the actions of transport workers at 
functions. First, at Perm’ it was decided to transship the grain from the water 

to the ratlroad and thereby to reduce in a significant stage the strain on the 
steel mali. lines. The Perm’ department of the Sverdlovsk railroad, regarded as 
rational and dedicated to the interests of the state, thought the rivermen were 
very peculiar, and did not provide a docking place for joining up with the rolling 
stock. As @ consequence, in expectation of the availability of rail cars, a large 
fleet was amassed in the port. Sometimes up to five "Volga-Don" ships were gathered 
in itic. In all, ships were idled for 66 days. In the holds of two of the 
“Volge-Dons" a temperature rise began and the threat of grain spoilage was created. 
Both ships were quickly readdressed by other grain elevators. Such is the price of 





strategic and tactical miscalculations in the administration of transport and the 
disagreements in action of the departments participating in it, It is unfortunate 
that similar situations have been taking place in other ports, especially along 
the Upper Volga. 


Grain, which is given to us today with such difficulty, needs for itself, as never 
before, a paternalistic treatment. Every unnecessary hour of idleness in 224 
is a perceptible loss, and means that the ship will be late at a subsequent port for 
loading. These losses are material. But no less significant are losses of sensitive 
morale. The crews of the ships participating in the transport of grainstood up in 
the period before the Congress of Soviets and took on increased obligations. Their 
faithfulness to their word, as for instance the Don rivermen from the ship “Sukhona} 
is being verified by strenuous and creative work - they gained minutes and hours 

on the passages, and at the piers they do not sit on their hands, they assist in 
the unloading, and they clean out the holds themselves. But diligence and enthusi- 
asm give in to stagnation. 


Who but elevator workers are interested in receiving as mich grain as possible? In 
clear sunny weather, they display such interests what is more, they hurry the river- 
men. But, hardly can the sky become clouded or rain begin and all work on the piers 
is discontinued. This happens even on ships foresightedly fitted with special 
openings in the hatch covers. Officials persist in this despite instructions ("The 
Regulation of the Internal Water Transport of the USSR} Section III, article 48) 
which bind them to carry out unloading operations in poor weather. 


for several years longshoremen of the West Moscow port have asked supervisors of 
milling combine No. 4 to process the fleet in rain. But this, under the best of 
pretexts, was refused. Only after a news paper article ("Iawsuit on Departmenta! 
Limits" - Vodnyy Transport 2 Sept.) did the editors receive an answer from Z. Dam- 
ayev, the director of the enterprise, who reported that an experimental unloading 
will, after all, be carried out. To him, this is what the state document requires. 
Meanwhile, because of rain, in the past year here more than 25 thousand ton-days 
were lost - today it is more. How hard this is on the crews who, not by their own 
fault, in having to stand by, have lost their position as leaders in the competi- 
tion and tound themselves among the laggards. 


Can rivermen somehow influence the client? They can. First of all by example. The 
personnel of the capital's southern port and Ural'sk already have introduced 
transshipment complexes (created, we emphasize, according to their own understand- 
ing) which sharply increased the productivity of labor in unloading grain, and 
reduced idleness in the fleet and in rail cars. This experience, verified in 
practice, is worthy of attention and propagation. 


91 36 
CSOs 1829 











OCRAN RESEARCH--Vladivostek--On account of the modernization of the motor 
shipe ef the "Reka-Mere” class, which was carried out with the aid of the 
scientiste of the Far Eastern Polytechnical Inetitute imeni V.V. Kuybyshev, 
it wae possible significantly to extend the navigational range of these 
vessels. As a result, dering the navigational period the Amur river trans- 
pert eyetem effected R 3 million worth of savings in national-economic 
freight transport. The effective support lent to the transport workers 
results from the concentrated efforts expended by the Institute on the in- 
plementation of the "Ocean Research, Protection and Exploitation" Progras. 
Thie hase beceme the principal eubject for the students’ design bureaus, the 
laboratories and the departments. The subject comprises development of 
means of exploiting the Pacific Ocean, of installations for the desaliniza- 
tion of sea water, and of automated fleet~-control systems. Already, unique 
instruments and ¢quipment have been produced for the study of the chemical, 
ny and biological processes in the depthe of the sea. [Text] 

ecow IZVESTIYA in Russian 1] Sep 80 p 3) 8760 


HIGH-VOLUME PASSENGER TRANSPORT--Khabarovek, 3] Aug--This summer, the ships 
of the Amur steam-navigation system transported 2 milliom passengers. Even 
though navigation commenced half «a month later than uswal, it will reach 

a record level: The river transport workers are expecting the 3 millionth 
passenger. At present, 70 passenger and tourist lines ere operating on the 
Amur River, most of which eperate the swift "Meteors" and “Rockets”, the 
high-epeed motor ships ef the "Voskhed" clase and other modern ships. A 
fleet is being developed in the area of the Baykal Amur Railroad as well. 
(Text) [Moscow PRAVDA in Russian 1 Sep 80 p 3) 8760 


NEW MARINE CHANNEL--Vormei Island, Estonian SSR--A marine channel has been 
built in the Moonzund Archipelago on the west coast of Estonia. The chan- 
nel was leid threugh a shaldew part of the sea and it connects with the 
mainland one of the archipelage's large islands--Vormsi. Thus it will be 
possible—with the eid ef darge ice«breaker ferries--to establish year- 
round contact with the mainland. [Text] [Moscow IZVESTIYA in Russian 

28 Sep 80 p 1) 8760 
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INTRODUCTION OF EFFICIENT DIE--At the Odessa ShipwRepair Yard imeni 50-letie 
Sovetekey Ukrainy, the efficiency experts introduced a multiple-function die 
for the production of brackets (collars) for pipelines. On account of the 
iatreduction of the new press tool, working conditions, labor productivity, 
and the quality of the brackets produced are improving. The tool also 
serves to promete material economy. [Text] [Moscow VODNYY TRANSPORT in 
Russian 14 Oct 80 p 2) 8760 


NEW OIL -ORE CARRIER--Mikhailov--The latest large-capacity oil-ore carrier 
in the series of shipe of the “Boris Butoma" clase, which is being produced 
at the Nikolayevek "“Okean" Shipyard, was named “Gamal Abdel Nasser." The 
new metor ship of the Nevorosetysk Shipping Line was named in commemoration 
of the firet presideat ef the Arab Republic of Egypt, a prominent figure in 
the Arab national liberation movement. [Text] scow VODNYY TRANSPORT 

in Russian 4 Oct 80 p 4) 8760 


NEW UNLOADING EQUIPMENT~--Leningrad--In accordance with a plan of the Central 
Technical Design Bureau of the Ministry of the River Fleet, the experimental- 
research plant of the Lemiagrad Institute of Water Tramspert built a special 
launch distinguished by high speed and good maneuverability and capable of 
negotiating the large lakes. What with the streamlined design of the ship, 
ite modern radio-navigation equipment and the high level of comfort, there 
are excellent resources regarding efficient work and recreation of the 
crew. At the request of the Leningrad port of the Nerthwest River Shipping 
Administration, the plant presently has begun production of two extraordi- 
nary devices that are intended to raise the level of labor productivity at 
the moorages. In the near future, the dock workers will receive a unique 
pneumatic belt conveyor for processing ships carrying apatite. And the 
mineral building materials will be traneshipped by a special swing chute. 
(Text) (Moscow VODNYY TRANSPORT in Russian 1] Oct 80 p 2) 8760 


WEW RIVER TRANSPORT SYSTEM--As a result of the construction of a river 
transport complex--the largest in the Baltic area--it will be possible to 
extend the navigational periods and to increase the passenger and freight 
transport volume. The first section of this complex--a ship-repair yard 
erected in the Deugava estuary--has been put in operation. "This year, our 
freighters have for the first time sailed out on the high seas," said the 
director of the Latvian river navigation system, V. Burkhanov. The sea 
routes for passenger ships are being extended as well. The establishment 
of the complex on the banks of the Daugava is bound up with a sharp in- 
crease in Latvia's river freight transpert. This year alone, the cargo 
volume delivered by the ships will exceed last year's volume by half a 
millien tens. This will make it possible to release 60,000 railroad cars 
for other eperations. [Text] [Moscow NEDELYA No 38, 15-21 Sep 80 p 2) 8760 


RIVER TRANSPORT BY CATAMARAN~-Gor'kiy--With great interest, Gor'kiy citizens 
recently observed an unusual ship that made its appearance at the piers of 
the river port. This was the passenger ship “Volga 1" heading the new 
series of lake catamarans. It was designed by Leningrad designers and 











constructed by Astrakhan shipwrights. The motor ship has two decks. The 
lewer deck provides a spacious, comfortable salon designed to accommodate 
130 people; on the upper deck, there ie a cowered space with 135 seats. On 
short voyages, the ship cam take aboard twice as many passengers. As re- 
garde its fumction, the new catamaran represents an original river “bue" 
that will be operating on both suburban and intra-city routes; it will also 
be used for pleasure trips and excursions. The vessel is steady ir the 
water and is distinguished by good pitch-and-roll stability; it is capable 
of weathering even the heavy storms that frequently occur on the Volga re- 
servoirs. Upen completion of the test runs, the catamaran will go into 
service on the passenger transpert routes. [Text] [Moscow PRAVDA in 
Russian 1 Ogt 80 p 6) 8760 


KERCH ' PERTANKER CONSTRUCTLON=—Kerch’ (Arymskaya Oblast), 15 Aug (TASS). The 
Oil-tanxer fleet has been augmented by a series of supertankers. Workers of Zaliv 


hipyard imeni B. Ye. Butoma today ceremonially transferred the last ship of thi 
~YP©» ovetskaya neft',' to the sailors. [ts load-carrying capacity is 150,000 
tons. ‘'Sovetskaya neft'' 1s an ordinary supertanker. The first of the ser- 
1es=--the "Arym''--was bdDuiit in 1975. After it followed the "Kuban'," ‘'Kavkaz,"’ 
"Kuzbass" ari 'Kribass."" The "Sovetskaya neft''' was built one-third faster than 
the lead ship, and its cost has been reduced by almost 10 million rubles. Kerch' 
shipbui.ders are using their experience in building the supertankers during the 

nstruction of a series of large oil-carrying ships of the "Pobeda" type. 
The enterprise's workers have given their word to launch the first of them into 
che water ahead of time, by me day the 26th CPSL Congress opens. |Text| | Moscow 
RAV" n Russian 16 Aug 80 p 1] 11409 
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